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| Twist its tail and make it stop nagging you 
Save money by doing things better for less 


nt PACKING COST is considered a necessary evil—unproductive 

wai andunavoidable. But it can often be reduced through modern 

8 fot improvement, and packaging can always be made to earn 
dividends in good will and trade extension. 

“4° Have you had your packing system checked up recently? 

:~ Have you discovered whether any of the late developments 


— in the shipping box industry can be applied in your busi- 
ness? Have you taken advantage of all the recent modifi- 
cations of transportation requirements? 


HINDE & DAUCH publish a book containing a list of exceptions 
to the standard regulations governing the use of corrugated 
fibre shipping boxes in freight, express and parcel post 
service. We'll mail you a free copy—gladly. 
THE HINDE & DAUCH PAPER COMPANY, 303 DECATUR ST., SANDUSKY. O. 
Western Address: Kansas City Fibre Box Co., Packer's Station, Kansas City, Kan. 


Canadian Address: Hinde and Dauch Paper Company of Canada, Limited, 
King Street, Subway and Hanna Avenue, Toronto 
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PEcINNINGS 
or STEAM 


The increasing demand for sugar was a contributing factor in causing the 
founders of American-Hawatiian to replace sail with steam. From the great 
Hawaiian plantations, the California Line of Clipper Ships had carried vast 
cargoes of raw sugar to Eastern refineries. And it was these increasing cargoes 
that filled the early American-Hawatiian steamers on their Eastbound voyages. 
In October, 1900, the Company's first steamer, the S. S. AMERICAN, sailed from 
New York for San Francisco and Hawaii, via the Straits of Magellan. Coast-to- 
coast transit time was cut from 120 to 60 days. Following the American came 
quickly into the service the CALIFORNIAN, OREGONIAN, HAWAIIAN, 
NEVADAN, ALASKAN, NEBRASKAN, TEXAN and ARIZONAN—by 1903 


American-Hawaiian had a fleet of nine steamers in operation. 


Superzor Coast-to-Coast Service 


AMERICAN-HAWAIIAN STEAMSHIP CO. 


Published weekly by Tue Trarric Service Corp., 418 S. Market St., Chicago, Ill. Entered as 
second class matter January 4, 1913, at the postoffice at Chicago, IIl., under the Act of March 3, 1879 
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McBEE VERTICAL-FLAT 
FILING EQUIPMENT 
Is THE ANSWER 


T fits the largest tariff issued as well as the 

smallest. It's designed especially for Traffic 
Departments, with a knowledge of their need 
for saving time and space. With vertical-flat 
filing, contents lie flat when the drawer is 
closed—normal position to prevent mutila- 
tion of files. \When the drawer is opened, 
files assume a vertical position—proper for 
reference. 


McBEE VERTICAL-FLAT 
TARIFF FILES 


AN assembly near the clerk's 
desk puts tariffs within easy 
reach, saving time. Each drawer 
is a separate unit, permitting 
formation of single-unit drawers 
in floor space ordinarily wasted. 
All-steel. 
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McBEE RATE DESK 
Ce desk and filing 


facilities, saving floor 
space. Asa file for numerous 
raffic Department tariffs and 
records, it saves the time wasted on frequent 
trips between desk and filing cases. Alll-steel 





RITE for Literature 
Specifications and 
Prices. 


THE McBEE COMPANY 


ATHENS, OHIO 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
toads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that wil] justify employing them. 





CLEARING THE ATMOSPHERE 

HE problem of placing all forms of transport on an 

equality with respect to equalization of regulation 
and other considerations that enter into competitive rela- 
tions would be simpler if we could conceive of our trans- 
portation system as just being formed. The situation is 
complicated by the fact that one form of transport 
or another has been in operation and other forms enter 
into competition with them under conditions that, in 
some respects, may be unfair; then selfishness and con- 
venience enter into the equation, tempers get raw, and 
settlement is difficult. 

Of course, it is not always possible to settle a prob- 
lem like this on the assumption that we are starting 
anew. For instance, one might say that, if we were set- 
ting out to create a system of freight rates for railroads 
just starting to operate, we might set up a scientific plan 
based on mileage, value, and what not. But to do that 
now, after all the years of operation of industry without 
such a scientific basis, would upset business and work 
untold injustices; so we have to struggle along as best 
we can under catch as catch can methods, with no end 
in sight and nothing approaching scientific methods. 
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As between the railroads and their competitors with 
respect to fair conditions of competition, however, there 
is no such difficulty. It is true that the newer forms of 
transport have become more or less established, but they 
have become so in the knowledge that they have had an 
unfair advantage in some respects and in face of con- 
stant agitation on that score. They could complain of no 
injustice if transportation competitive conditions were 
settled on an absolutely fair basis, however much they 
might regret loss of advantage in the process of adjust- 
ment. So we say the way to arrive at a sound plan with 
respect to competition among the various kinds of trans- 
port agencies is to consider that we are starting to build 
a new, coordinated system of transportation with all 
actual and possible kinds of transport in mind. 

There is no question in our minds, and we believe 
there can be none in the minds of others, that, if we were 
confronted with the question of rail, motor, water, and 
air transport all starting to operate now, never having 
operated before, we should treat them all alike, so far as 
physically possible. We would not regulate the rail- 
roads, for instance, and not regulate their motor competi- 
tors; we would not compel the railroads to file their 
tariffs publicly and abide by them unless permitted, after 
hearing and consideration, to depart from them or change 
them and, on the other hand, permit the motor trucks to 
go into a man’s place of business and bargain for a ton 
or a hundred pounds of freight; we would not compel 
the railroads to build and maintain their own rights of 
way and permit the motor carriers to use the public high- 
ways without paying, in rental, all that such use was 
worth to them; neither would we permit the inland water- 
way carriers to use the rivers—which are the property 
of the public and the channels of which are maintained 
by public taxation—without paying for that use, nor 
merely assume that water transport costs less than rail 
transport and permit them an arbitrary differential under 
rail rates; we would not permit intercoastal steamships 
to make rates at will—whether profitable or not—and 
refuse to permit the railroads to compete with them; we 
would not subsidize our ocean carriers and our air trans- 
port, except, perhaps, to the extent absolutely necessary 
to get the government’s business done and to provide for 
war exigencies—and we would scrutinize carefully any 
representations as to such necessities; we would regard 
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ERIE ANNOUNCES 
STORE-DOOR DELIVERY 
and COLLECTION Service 


Direct from the shipper’s door to the consignee’s door . . . that’s 
how far this newest freight service extends on the Erie Railroad 
System. Erie handles the whole job, saving you the time, trouble 
and expense of dealing with several agencies. On any less-than- 
carload shipment, a truck makes the pick-up at your door, and 
delivers the freight to the railroad station. At the destination, 
another truck takes it direct to your consignee. This means faster 
handling, savings in transportation costs, greater convenience 
and dependability for you. 


ask your ERIE agent 


for further details about this impor- 
tant innovation in Erie freight service. 
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all agencies and kinds of transport as having their proper 
place to be found when they were all placed on an equal- 
ity with each other; we would not have the shippers in- 
sisting that motor transport should be favored so that 
they might profit by truck rates lower than they, per- 
haps, ought to be; we would not have waterway trans- 
portation coddled because a particular section of the 
country profited by the coddling at the expense of the 
rest of its taxpayers and of shippers not in position to 
use the service—we would not have a lot of things we 
now have and we would have a lot of thing we do not now 
have; the questions that are being discussed every day 
with such heat simply would not arise. 

It certainly is possible to approach the problem in 
this spirit and, we believe, to settle it in the same spirit. 
Unless and until it is settled by such consideration it 
will never be settled; compromise here and ‘favoritism 
there will accomplish nothing and the transportation 
problem will always be with us until, perhaps, the gov- 
ernment steps in and itself conducts the transportation 
business of the country as seems best to the politicians 
who happen to be in power from time to time. 

It is not Utopia for which we are pleading nor any 
transcendent kind of new deal; we are simply asking for 
sound, common sense consideration of a problem that, 
with such consideration, would not be nearly so complex 
us it is made to seem. 


HOCH-SMITH GRAIN RECORD 

FO yecmonioe of briefs two feet high, with only about 

two-thirds of the returns in, puts the finishing touch 
to that Commission folly, we hope. Who is going to read 
and digest those briefs, if anybody, and, if they are not 
thoroughly digested, what is the use of having them? 
We suggest that a new government department be set up 
under N. R. A. or some other alphabetical title for the 
reading and digesting of Commission briefs and records 
of hearings and the answers to questionnaires put out 
by Coordinator Eastman. It is a job in itself for a size- 
able organization. Does anyone really suppose that all 
fhis mass of stuff is now read by anyone? 

We might add, for the benefit of those who have not 
kept abreast of the flood of words in this grain case, 
that, in addition to the stack of briefs, there are nearly 
ninety thousand pages of testimony and thousands of 
bulky exhibits in the record. 


CODE REGULATION 

Cy poe bus operators have been unsuccessful thus 

far in their efforts to get the Commission to refuse 
to permit railroads to make reductions in passenger fares. 
They are contemplating instituting formal proceedings 
before the Commission to obtain, if possible, a ruling 
as to whether the rail rates complained of “can be made 
compensatory.” They also have under consideration a 
proposal that the National Recovery Administration be 
asked to exempt from the code of fair eompetition for 
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the motor bus industry, motor bus lines operating j, 
territories “where the low rail rates are in effect.” 

The rate situation faced by the bus operators, no, 
subject to the code of fair competition applying to they, 
may likewise be faced by motor truck operators an 
domestic water carriers when they become subject to coq 
regulation. Highway and waterway carriers, includin 
the bus operators, have indicated their apprehension tha; 
code regulation may put them at a disadvantage in meg 
ing the competition of the railroads. The codes may 
work among members of each transport group, such a 
the bus operators, but a different problem arises whe 
the bus lines are confronted with competition from th, 
railroads, which are not subject to a code. 

It is obvious, it seems to us, that what these develo, 
ments indicate is that, at no distant date, Congress mus 
cease playing with the question of regulation of compet 
ing forms of transport and enact adequate legislation t 
meet the problem, Code regulation of rates may be of 
some value within a certain transport group, but it is 
difficult to see how it will result in anything other than 
complications in the transportation field as a whole, 
Again, if code regulation of rates were applied effec. 
tively, even within an industry group, it is apparent that 
a system or systems of regulation along the lines of that 
of the Commission, with respect to administration, would 
have to be created. Congress, of course, in passing the 
national industry recovery act. under which the codes 
are promulgated, did not consider the problems that 
would arise if code regulation of rates of highway and 
After the act was 
passed there was a disposition in some quarters 


waterway carriers were attempted. 
and 
this disposition stimulated action toward incorporating 
rate provisions in the transport codes—to “put over” 
code regulation as a substitute for proposed commission 
regulation. 





The NRA idea is that all competitors within an 
industry shall be brought under a code of fair 
tion. 


competi: 
If logic were followed, all transportation agencies 
would be put under one code. Though one agency moves 
persons or goods over steel rails while another moves 
another over waterways, all fur- 
nish transportation service of one kind or another to the 
public. 


them over highways or 


There is competition among these various trans- 
port agencies. 

[t has been held, of course, that the railroads are not 
subject to NRA. If it had been held that they were, 
they would have had to come under a code, and code 
regulation might easily have supplanted Commission 
regulation for them. The way might have been opened 
for creation of a central transport code authority with 
subdivisions for the natural divisions of the industry. 
Such a development, we think, would not have been 
desirable. Revision of Commission methods of regula- 
tion and of the extent of such regulation as now applied 
to railroads is desirable, but we do not think an improve- 
ment would be made by substituting code regulation for 
(Continued on page 1026) 
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Current Topics in 
Washington 





When counsel and. traffic managers 
who had taken part in the hearing in 
the reopened Hoch-Smith grain rate 
investigation (elsewhere in this issue) 
filed the deluge of briefs, many mem- 
bers of the Commission’s staff tacitly 
admitted that the peak of doubtful utility had been scaled. 

If Chairman Farrell observes his custom of reading prac- 
tically everything, the decision, unless his colleagues vote with- 
out waiting for him to complete his reading, will be on a record 
about as stale as the one that persuaded the Supreme Court of 
the United States to decide, in this case, that the carriers 
were entitled to the “gracious” writ of injunction, as some 
applicants for it still describe it in the writings they display 
for the edification of the court sitting in chancery. 

Among those who were interested enough to think about 
the matter at all, there was one gleam of brightness. This 
deluge, it was suggested, might be the last of long Hoch-Smith 
briefs, though on the southern appendix to the grain rate case 
there has been no hearing. 

Naturally, the briefs will be briefed for the benefit of the 
commissioners. Even so, it might be suggested, Examiners 
Mackley and Hall will have a Herculean task. A grain case, 
necessarily, must be a big one because grain moves in every 
part of the country. It is probably more widely distributed by 
railroad than solid fuel. There are wide areas where only a 
minimum of fuel is needed for heating purposes and local sup- 
plies are so plentiful that rail transportation is not needed. 

Even in the grain-growing country, rail transportation is 
needed to supply the grain-growing areas with flour. Flour is 
usually included in the words, “grain rates.” Growers of wheat, 
in large areas, send their grain to market by railroad and their 
supplies of flour are brought back by railroad. Local mills— 
that is, mills to which the farmer carries a few bushels of 
grain and brings back flour or meal—have almost disappeared. 
The grain goes to a city mill and the flour or meal comes back 
by rail, though the trucks also have made inroads on that 
traffic. 

The wide use of railroads in the grain business, however, 
is believed by many to be more of an excuse than a reason 
for the briefs, some of which belie their name. About the only 
restraint on a brief writer is his conscience. The client seldom 
knows enough about his troubles to put much of a restraint 
on his counsel, even if he is so inclined. 

A general grain case such as the Hoch-Smith investigation, 
in its final analysis, shows itself to be a collection of hundreds 
of situations each of which could be treated as a separate 
complaint. A general inquiry brings forward each situation. 
That results in briefs, that, even if held down to the bare 
recital of facts and considerations, bring forward such a volume 
of material that has been put into the files of the Commission 
in this case. But, it is believed, there is not one man at all 
interested who will not subscribe to the proposition that some 
way should be found, even, perhaps, if shotguns were brought 
into play, to reduce the volume. 


Pounds and Feet 
of Hoch-Smith Grain 
Rates Views 





A card in the files of the Commission 
showing the gist of decisions of the courts 
in litigation of interest to the Commission, 
under the caption, “Store-Door Delivery,” 
says: 

“In 145 U. S. 263, 284 (1892), the Su- 
preme Court, in construing section 3 of the act to regulate 
commerce, comments that it was copied from a similar statutory 
provision in England. The court said ‘it may be presumed that 
Congress, in adopting the language of the English act, had in 
mind the constructions given . . by the English courts.’ 

“The court referred to a collection of English cases made 
by Neville and Macnamara. One of the cases reported in that 
volume, beginning at page 214, is Garton vs. Great Western 
Railway Co., decided in 1859. To quote from that case, ‘the 
complaint was that the company charged from the Pad- 


What the Store- 
Door Delivery 
Law Once Was 
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dington station to the Bristol station (a certain rate) 
whilst they charged only the same rate when such goods were 
carted by the company from the residence or place of busi- 
ness of the sender in London to the railway station at Padding- 
ton, and were then conveyed by them to the Bristol station, 
and afterwards delivered at the residence or place of business 
of the consignee at Bristol. . . The object of this was to induce 
persons who sent goods by the railway to employ the company 
to collect and deliver such goods, and to exclude carriers such 
as these complainants from competing with the railway in 
such business.’ The court held ‘it is clearly a case of undue 
prejudice against the persons not wanting the accommodation. 
. . . The company have no right to charge nominally for carriage 
upon the railway, which is in reality for that and something 
else, and so impose upon a portion of the public, service which 
they do not desire to avail themselves of. That is not a legiti- 
mate mode of getting rid of the contest with carriers.’ ” 

The Supreme Court decision referred to was _ Interstate 
Commerce Commission vs. Baltimore and Ohio, the litigation 
in which that tribunal first construed the third section, at 
length. 

At the time the English court used the language repeated 
by the Supreme Court of the United States, the idea still pre- 
vailed that a railroad was a highway on which the vehicles 
of any common Carrier could be operated. Prior to the litiga- 
tion in the Garton case, the Great Western Railway Company 
made allowances to consignors or consignees who performed 
pick-up and delivery for themselves. It cut them out and elected 
to perform the whole service with its own facilities—hence, the 
complaint of the rival common carrier. Pick-up and delivery 
are now recognized as part of the duty of English railroads. 





Among Carriers 
About Reestablishe 








Code Provisions 
Have the Force 


Era of Free Competition permitted the installation of store- 
ting of passenger fares over large 
other almost in the old fashioned way. 
have brought about, they can do some mourning. Resistance 
uniform rates it had made for the carriers by rail. At least, 
The smallest amount of relaxation of the tight hold the 
roads have forced some concessions, they have not been per- 
start and keep up. 
rigid enforcement of the fourth section largely promotes the 
part of the middle west, and the western part of southern 
the railroads hurts the parts of the country far from the water- 
their income much, if at all, by the reductions in rates and 
all participants lose, and survival of the fittest under lex talonis 
asked for regulation as they are doing now, in one form or 
Litigation about codes under the NRA 
at Siaiaien the Supreme Court of the District of Colum- 
ministrator Ickes “cracking down” on Detroit gasoline station 
was prescribed by President Roosevelt. He took what the 


Now that the Commission has 
Moor delivery over a large part of 
VA ‘the eastern district and the cut- 
v sections of the land, the time 
seems near when carfiers will be able to cut and slash at each 
Transportation agencies other than railroads can take 
credit for the condition, or, if they are not proud of what they 
by them to attempts to bring them under regulation finally 
induced the Commission to allow the railroads to scrap the 
that is the view held by many who have had their attention 
focused on transportation rate developments. 
Commission has had on railroad rates, it is believed, is in the 
matter of intercoastal rates. While the transcontinental rail- 
mitted to engage in as rough and tumble fights with the steam- 
ship lines as the railroads feel they should be permitted to 
Inter-mountain and prairie states have not yet found out, 
to the extent to make them act in favor of the railroads, that 
interest of carriers by water which cannot render service needed 
by them to remain in competition with the east, the eastern 
territory. As many see it, the prairie states and the inter- 
mountain country were developed by the railroads and crippling 
ways more than it does those parts able to use the waterways. 
A thought is that, even if the railroads do not increase 
fares, they at least will hurt their competitors as the latter 
are alleged to have hurt the railroads. In a case of tit for tat, 
becomes the rule once more. 
Had the highway and waterway carriers, several years ago, 
another, all forms of transport might be in better condition now. 
legislation, ended within the week, reported 
as being in conflict, is not really so. In 
bia, Justice Atkins, denying an application 
for an injunction forbidding Petroleum Ad- 
operators accused of giving premiums to purchasers in violation 
of the oil code, said the code had the effect of a statute. It 
petroleum industry proposed, changed it to suit ideas of govern- 
ment officers, and put it on the industry. 
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Justice Atkins found, as a fact, that the giving of pre- 
miums had the effect of cutting prices. The price-cutting ran 
across state lines and “affected” interstate commerce. There- 
fore, he said, the federal government, under the commerce 
clause, had the power to regulate the practices of filling sta- 
tion operators who said their business was wholly intrastate. 
Administrator Ickes hailed that as a clear-cut legal victory 
that could be cited in other jurisdictions. 

In Florida, Federal Judge Alexander Akerman held that 
the federal government had no power to compel a cleaning 
and dyeing establishment operating in Tampa to observe the 
prices prescribed under a code, but that, construed as the gov- 
ernment desired it to be construed, the recovery law would be 
unconstitutional. In other words, he could not see how the 
refusal of an establishment of that sort in Tampa to charge 
for pressing a pair of pants what Washington had decreed it 
should charge “affected” interstate commerce, the language of 
the recovery law, thereby bringing into play the power granted 
Congress by the commerce clause of the Constitution. He did 
not hold the act unconstitutional; he merely said that, if it 
were construed as the government contended it should be con- 
strued—that is, so the recalcitrant pants presser could be pun- 
ished—it would be in contravention of the fundamental law of 
the land. 

In Brooklyn, filling station operators, accused-of working 
their men 66 hours a week, instead of only 48, as provided for 
by the code, pleaded guilty and paid fines amounting to $400, 
being let off easy because they promised to be good. That, 
however, is not a precedent fit to be cited in a court.—A. E. H. 


CODE REGULATION 
(Continued from page 1024) 


Commission regulation. What should be done as promptly 
as possible is for Congress to provide for a system of 
transport regulation that will enable a properly consti- 
tuted body or bodies to deal with all transport regula- 
tory problems. 

Under existing conditions, we have one branch of 
the transport industry, under a code of fair competition, 
appealing to a tribunal charged with regulating another 
branch of the industry and which has no jurisdiction 
over the petitioning branch that is alleging unfair treat- 
ment on the part of the branch subject to the jurisdiction 
of the tribunal, and which is not under a code. The code 
developments in the transportation situation have accen- 
tuated the need for a coordinated system of regulation 
of all transport agencies. 


REVENUE FREIGHT LOADING 


The American Railway Association announced December 8 
that revenue freight loading the week ended December 2 totaled 
495,425 cars, a decrease of 85,922 below the preceding week and 
a decrease of 51,670 under the corresponding week in 1932. 
These decreases are due, in substantial part, to the fact that 
the week ended December 2 included the Thanksgiving holiday, 
while the preceding week and the corresponding week of 1932 
did not include holidays. Loading by groups of commodities 
the week ended December 2 was reported as follows: Miscel- 
laneous, 181,440 cars; merchandise, 141,196; grain and grain 
products, 20,752; ore, 2,835; coal, 102,687; coke, 5,778; live stock, 
14,376. 

Loading of revenue freight the week ended November 25 
totaled 581,347 cars, according to the car service division of 
the American Railway Association. (See Traffic World, Dec. 2.) 
This was a reduction of 17,942 cars below the preceding week 
this year due to the usual seasonal decline in traffic. It was, 
however, an increase of 88,029 cars above the corresponding 
week in 1932 and an increase of 22,549 cars above the corre- 
sponding week in 1931, due to the fact that the corresponding 
weeks in the two preceding years contained Thanksgiving holi- 
day, while the week this year did not. 

Miscellaneous freight loading the week ended November 
25 totaled 205,794 cars, a decrease of 1,693 cars below the pre- 
ceding week, but 39,468 cars above the corresponding week in 
1932 and 10,401 cars above the corresponding week in 1931. 

Loading of merchandise less than carload lot freight totaled 
164,649 cars, a decrease of 525 cars below the preceding week, 
but 17,898 cars above the corresponding week last year. It was, 
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however, 12,384 cars below the same week two years ago. 

Grain and grain products loading for the week totaled 31,99 
cars, a decrease of 454 cars below the preceding week, but ap 
increase of 5,335 cars above the corresponding week last year, 
and 2,406 cars above the same week in 1931. In the western 
districts alone, grain and grain products loading for the wee, 
ended November 25 totaled 21,373 cars, an increase of 4,012 
cars above the same week last year. 

Forest products loading totaled 22,855 cars, a decrease of 
1,152 cars below the preceding week but 8,098 cars above the 
same week in 1932, and 3,020 cars above the same week in 1931, 

Ore loading amounted to 4,505 cars, a decrease of 106 cars 
below the preceding week, but 2,778 cars above the correspond. 
ing week in 1932 and 315 cars above the same week in 1931, 

Coal loading amounted to 127,426 cars, a decrease of 8,377 
cars below the preceding week, but 12,379 cars above the cor. 
responding week in 1932, and 22,975 cars above the same week 
in 1931. 

Coke loading amounted to 6,536 cars, a decrease of 836 cars 
below the preceding week, but 1,591 cars above the same week 
last year, and 1,795 cars above the same week two years ago, 

Livestock loading amounted to 17,584 cars, a decrease of 
4,799 cars below the preceding week, but 482 cars above the 
same week last year. It was, however, a decrease of 5,979 cars 
below the same week two years ago. In the western districts 
alone, loading of livestock for the week ended November 25 
totaled 13,727 cars, an increase of 263 cars compared with the 
same week last year. 

All districts showed increases compared with 1932. All re. 
ported increases, compared with the corresponding week in 
1931, except the Southern, which showed a small reduction. 

Revenue freight loaded by districts for the week ended No- 
vember 25 as compared with the preceding week in 1932 was 
reported as follows: 


Eastern district: Grain and grain products, 5,239 and 4,699; live 
stock, 1,635 and 1,716; coal, 32,984 and 26,948; coke, 2,233 and 1,950; 
forest products, 1,534 and 1,098; ore, 465 and 264; merchandise, L. C. 
L., 44,590 and 38,340; miscellaneous, 43,845 and 34,162; total, 1933, 
132,525; 1932, 109,177; 1931, 120,175. 

Allegheny district: Grain and grain products, 2,717 and 2,245; live 
stock, 1,285 and 1,143; coal, 34,725 and 25,147; coke, 2,464 and 1,760; 
forest products, 999 and 748; ore, 941 and 174; merchandise, L. C. L., 
31,720 and 30,064; miscellaneous, 38,207 and 28,627; total, 1933, 113,058; 
1932, 89,908; 1931, 111,114. 

Pocahontas district: Grain and grain products, 246 and 236; live 
stock, 138 and 120; coal, 27,771 and 27,410; coke, 292 and 181; forest 
products, 684 and 406; ore, 125 and 83; merchandise, L. C. L., 5,184 
and 4,490; miscellaneous, 4,261 and 4,039; total, 1933, 38,701; 1932, 
36,965; 1931, 33,757. 

Southern district: Grain and grain products, 2,423 and 2,122; live 
stock, 799 and 659; coal, 13,974 and 15,672; coke, 503 and 237; forest 
products, 7,064 and 5,247; ore, 865 nad 211; merchandise, L. C. L., 
28,357 and_ 25,129; miscellaneous, 29,720 and 25,628; total, 1933, 83,705; 
1932, 74,905; 1931, 85,898. 

_ Northwestern district: Grain and grain products, 9,065 and 6,824; 
live stock, 4,750 and 5,268; coal, 6,300 and 7,389; coke, 861 and 583: 
forest products, 5,828 and 2,914; ore, 414 and 21; merchandise, L. C. 


L.. 19,022 and 16,780; miscellaneous, 21,192 and 16,996; total, 1933, 
67,432; 1932, 56,775; 1931, 65,152. 
Central western district: Grain and grain products, 9,102 and 


7,154; livestock, 7,508 and 6,703; coal, 8,555 and 8,218; coke, 110 and 
97; forest products, 3,787 and 2,519; ore, 1,551 and 787; merchandise, 
4 C. L., 23,123 and 20,784; miscellaneous, 40,840 and 32,602; total, 
1933, 94,576; 1932, 78,864; 1931, 92,818. 
é Southwestern district: Grain and grain products, 3,206 and 3,383; 
live stock, 1,469 and 1,493; coal, 3,117 and 4,263; coke, 73 and 137; 
forest products, 2,959 and 1,825; ore, 144 and 187; merchandise, L. C. 
L., 12,653 and 11,164; miscellaneous, 27,729 and 24,272; total, 1933, 
51,350; 1932, 46,724; 1931, 49,884. 
_ Total, all roads: Grain and grain products, 31,998 and 26,663; 
live stock, 17,584 and 17,102; coal, 127,426 and 115,047; coke, 6,536 and 
4,945; forest products, 22,855 and 14,757; ore, 4,505 and 1,727; mer- 
chandise, L. C. L., 164,649 and 146,751; miscellaneous, 205,794 and 
166,326; total, 1933, 581,347; 1932, 493,318; 1931, 558,798. 

{ 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 


1933 1932 1931 

Four weeks in January....... 1,910,496 2,266,771 2,873,211 
Four weeks in February...... 1,957,981 »243,221 2,834,119 
Four weeks in March......... 1,841,202 2,280,837 2,936,928 
Five weeks in April........... 2,504,745 2,774,134 3,757,863 
Four weeks in May........... 2,127,841 2,088,088 2,958,784 
Four weeks in June.......... 2,265,379 1,966,488 2,991,950 
PIVe WEGKS Im JUIZ....0.. cccvcces 3,108,813 2,420,985 3,692,362 
Four weeks in August........ 2,502,714 2,064,798 2,990,507 
Five weeks in September...... 3,204,551 2,867,370 3,685,983 
Four weeks in October....... 2,605,642 2,534,048 3,035,450 
Week ended November 4..... 7,785 587,302 717,048 
Week ended November 11.... 577,676 536,687 689,960 
Week ended November 18.... 599,289 572,623 653,503 
Week neded November 25.... 581,347 493,318 558,798 

WOE Acwacascns cexeunweene 26,395,461 25,696,670 34,376,466 


NEW FREIGHT CLAIM DIVISION OFFICE 
C. F. Dietrich, freight claim agent, C. M. St. P. & P., has 
been made executive vice-chairman of the Freight Claim Divi- 
sion, A. R. A., a newly created office. He is to have charge of 
the office and staff under Chairman H. M. Moors, Official an- 
nouncement has not yet been made, 
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NEWSPRINT PAPER 


HE Commission, in No. 21095, the newsprint paper investiga- 

tion, and the cases joined with it, in a report written by Com- 
missioner Lee, has laid down Column 25 key rates established in 
the eastern class rate revision as the basis for maximum rates 
on newsprint from producing and shipping points in Official 
Territory, Wisconsin, Michigan and Minnesota, and Canada, for 
the part of the haul in the United States, to destinations in 
Official and Southern territories, to Illinois, to Lake Michigan 
ports in Wisconsin, and Mississippi River crossings as far south 
as Cairo, Illinois. No time has been set for establishment of 
rates on account of the necessity of an agreement between 
Canadian and United States railroads for the establishment 
of a newsprint rate structure. 


Increase in rates prescribed in Minnesota and Ontario Paper 
Company case from Western Trunk Line territory to destina- 
tions in Illinois from Western Trunk Line territory to destina- 
tions in Illinois were found not warranted. Rates from Ottawa, 
Ontario, to Brockton, Mass., and from Charleston, S. C., to 
Columbia, S. C., on imported newsprint were found unreasonable 
and reparation was awarded. Rates from origins in New York, 
New England, and Canada to New York and nearby points in 
New York and New Jersey from Gilman, Vt., to destinations in 
New Jersey and Pennsylvania and from International Falls, 
Minn., and Ft. Frances, Kenora, and Ft. Williams, Ont., to Nash- 
ville, Tenn., were found not unreasonable or unduly prejudicial. 

From existing groups with Appleton, Combined Lccks, and 
Kimberly, Wis., treated as Western Trunk Line Origins and con- 
tinued in the Fox River group and from ungrouped origins in 
Western Trunk Line Territory to destinations in Official Ter- 
ritory, other than the Chicago, Peoria, and St. Louis groups, 
rates under the column 25 scale are to be approximate averages 
of rates under the scale from constituent points. 


From origins in New York and New England and in West- 
ern Trunk Line Territory, to representative destinations in 
Southern Territory, the rates to be used are shown in two ap- 
pendices. Intraterritorially in Southern Territory the basis is 
to be 25 per cent of the first class domestic rates prescribed 
or approved in the southern revision. 


From New York and New England origins to destinations in 
Central Territory, the column 25 key rates are to be used sub- 
ject to the proviso that rates from Millinocket, East Millinocket, 
Woodland, and Madawaska, Maine, shall not exceed those from 
the Bangor group by more than one cent, and to destinations 
in Trunk Line and New England distance rates under the basic 
column 25 scale prescribed in the eastern case subject to the 
established domestic column 25 rates as maxima and subject 
to the proviso that rates prescribed to destinations in Central 
Territory shall be observed as maxima to intermediate points 
in Trunk Line Territory on routes over which the distances do 
not exceed 105 per cent of those over short line routes. From 
north Atlantic ports to destinations in Official Territory, the 
established column 25 domestic rates are to be the basis. 


COMMISSION REPORTS 
Asphalt 


l. and S. No. 3815, asphalt in central territory. By division 
3. Proposed description of asphalt which would result in in- 
creased rates on some grades of liquid asphalt (residual pe- 
troleum oils) between points in central and trunk line terri- 
tories, not justified. Suspended schedules ordered to be can- 
celed and the proceeding discontinued. The effort of the car- 
riers was to limit the basis of rates on asphalt to residual oils 
used for other than for fuel. The Commission said that the 
effect of the carrier proposal would result in the maintenance 
of rates on the basis of the use to which a commodity was 
put, a practice which it said it had condemned. Furthermore, 
the report said, the proposal was founded on a use of a com- 
modity which constituted only a minor part of the total move- 
ment of the commodity. It said that the proposal would disrupt 
the relationship of rates on pitch and tar, on the one hand, 
and asphalt, competitive commodities, on the other. The rates 
on the competitive commodities, the report said, were on a 
parity. The effect of the proposed schedules, the report said, 
would be to increase the rates on asphalt containing less than 
50 per cent but not less than 30 per cent asphaltum content, 
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from 80 per cent of sixth class to sixth class and bring the 
rates on asphalt above the rates on fuel oil. 


Gasoline, Etc. 


Fourth section application No. 15194, gasoline, kerosene and 
naphtha to Memphis, Tenn., embracing also application No. 
15240. By division 2. Missouri Pacific and others authorized, in 
fourth section order No, 11431, to establish and maintain a 
rate of 15 cents, gasoline, kerosene and naphtha, carloads, New 
Orleans-Baton Rouge, La., group to Memphis, Tenn., over the 
route of the Gulf, Mobile & Northern-Illinois Central, without 
observing the long and short haul provision of section 4. Relief 
over other routes denied. Carriers also authorized, on condi- 
tions, to establish and maintain rates, commodities mentioned, 
New Orleans-Baton Rouge group to points on the Missouri 
Pacific in Arkansas and Missouri, intermediate to or beyond 
Memphis, on the basis of the applicable rates from Memphis to 
such points, plus 15 cents, subject to the lowest combination 
limitation, relief hereinbefore mentioned being under applica- 
tion No. 15194. Carriers parties to both applications authorized 
to establish rates from the New Orleans-Baton Rouge group to 
(a) local stations on the N. C. & St. L. on the basis of the 
applicable rates from Memphis, Tenn., to the local points, plus 
15 cents, and (b) to destinations east of the Mississippi on 
applicants’ lines, except local stations on the N. C. & St. L., 
on the basis of the applicable rates from Memphis to such 
points plus 11 cents, without observing the long and short haul 
provision, relief not to apply over routes more than 30 per cent 
circuitous. 

Iron and Steel Pipe 

No. 23941, Missouri-Kansas Pipe Line Co. et al. vs. A. C. 
& Y. et al. By the Commission. Rates charged, iron and steel 
pipe and pipe fittings, straight or mixed carloads, points of 
origin in Illinois, Indiana, Ohio and Pennsylvania to destinations 
in Missouri, not unreasonable. Rates charged, Pennsylvania and 
Ohio origins to Oklahoma, with exceptions, and from points in 
Illinois and Indiana to Kansas destinations, unreasonable to 
the extent they exceeded column 35 rates of the southwestern 
revision, minimum 36,000 pounds. Rates charged, from the 
same points of origin in Pennsylvania and Ohio, with exceptions, 
to Kansas destinations, unreasonable to the extent they ex- 
ceeded through rates made by combining the average of the 
column 35 differentials of the southwestern revision to St. Louis 
with the column 35 factors published in Johanson’s I. C. C. No. 
2008, beyond, in the same manner as was done in the Sinclair 
case, 168 I. C. C. 449, 181 I. C. C. 252, minimum 36,000 pounds. 
The exceptions hereinbefore referred to are created by a finding 
that the so-called 15 per cent circuity rule, enunciated in similar 
cases, should be used in applying the bases found reasonable. 
Reparation awarded. The complaint was against the rates 
charged on shipments moving since May 5, 1930. Rates for 
the future were sought but the Commission said that in view 
of its findings in Iron and Steel Pipe in Western Trunk Line 
territory, 192 I. C. C. 745, that issue was not considered in this 
case. Chairman Farrell, concurring in part, expressed the belief 
that 32.5 per cent of first class should have been used as the 
basis for reparation in this case. Commissioners Brainerd and 
McManamy joined in that expression. Commissioner Lee said 
he concurred in the report on the authority of a long line of 
similar cases in which reparation had been awarded on the 
commodities here involved on the basis here used. 


Fresh Peaches 


No. 24939, Lagomarcino-Grupe Co. of Iowa vs. B. & O. et al. 
By division 3. Dismissed. Rates, fresh peaches, points in 
Illinois to Clinton, Davenport, Muscatine, Burlington and Fort 
Madison, Ia., not unreasonable. Shipments involved were made 
since August 1, 1929. Third class rates were charged. Com- 
plainant sought rates for the future and reparation on the basis 
of 50 per cent of first class rates in effect prior to December 
3, 1931. 

Sulphate of Ammonia 


No. 25594, American Steel and Wire Co. et al. vs. B. & O. 
et al. By division 3. Dismissed. Domestic rates found ap- 
plicable, shipments of sulphate of ammonia, Clairton, Pa., Cleve- 
land, O., and Lorain, O., to Baltimore, Md., and shipments from 
Cleveland and Lorain found undercharged. Shipments were 
made between October 2, 1929, and July 21, 1931, from Clair- 
ton and from Lorain and Cleveland between March 27, 1930, 
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and February 28, 1931. The question was as to whether export 
or domestic rates were applicable on shipments that moved 
through waterfront facilities of the complainants, the Baltimore 
& Ohio contending that the shipments were not handled direct 
from carriers’ stations to steamship docks as required by the 
export tariffs. The carrier also contended that the bagging, 
or mixing and bagging of the bulk sulphate at the consignee’s 
plant changed the identity of the commodity, interrupted the 
continuity of the movement and rendered the export rates inap- 
plicable. The Commission said it was clear from the manner 
in which the shipments were handled that the requirements of 
the export tariffs were not complied with and that domestic 
rates were applicable. 
Commutation Fare 

No. 25814, Sidney Szerlip et al. vs. Erie et al. By division 
3. Dismissed. Commutation passenger fare over an interstate 
route between Nyack, N. Y., and New York, N. Y., not unrea- 
sonable or otherwise unlawful. The complaint alleged that a 
60-trip monthly fare of $13.60 was unreasonable, unjustly dis- 
criminatory and unduly prejudicial. 


Fresh Peaches Reparation 


No. 24695, Lincoln Chamber of Commerce et al. vs. B. & O. 
et al., a sub number, George F. Burt & Co. vs. Same; No. 24844, 
W. O. Anderson Commission Co. vs. A. T. & S. F. et al.; No. 
24875, Henry Baum Produce Co. et al. vs. Baltimore & Ohio et 
al.; a sub number, Adams & Sons Grocery Co. et al. vs. C. B. 
& Q. et al.; No. 24875, sub No. 2, Safeway Stores vs. Baltimore 
& Ohio et al., and No. 24875, sub No. 8, Henry Baum Produce Co. 
et al. vs. C. & E. I. et al. By division 5. No. 24875, sub No. 1, 
and No. 24875, sub No. 3, rates, peaches, points in Illinois to 
destinations in Missouri, Iowa and Nebraska, not unreasonable. 
Rates, also fresh peaches, assailed in Nos. 24875 and 24844, to 
destinations in Kansas and those assailed in No. 24695 and sub 
No. 1 thereunder, and in No. 24875, sub No. 2 thereunder, to 
destinations in Nebraska, unreasonable prior to July 11, 1931, 
to the Kansas destinations, and prior to December 3, 1931, to 
the Nebraska destinations, to the extent they exceeded 70 per 
cent of the first class rates effective December 3, 1931, over 
the routes of movement, not unreasonable thereafter. Nos. 24875, 
sub No. 1, and No. 24875, sub No. 3, dismissed. Chairman Farrell, 
concurring in part, expressed the opinion that the rates were 
unreasonable in the past to the extent they exceeded 50 per 
cent of the first class rates in effect at the time of movement 
and that reparation should be awarded accordingly. Commis- 
sioner Brainerd concurred. 





SECTION 209 GUARANTY 

The Commission, by division 4, in Finance No. 639, Minne- 
sota, Dakota & Western Railway Co. guaranty settlement, has 
found that the amount necessary to make good the guaranty of 
section 209 of the transportation act, 1920, to the carrier men- 
tioned in the title is $21,486.01 and a certificate to that effect 
will be issued. The carrier was under federal control at the 
termination thereof. 


SANTA FE ABANDONMENT 

Examiner Thomas F. Sullivan, in Finance No. 9810, Atchison, 
Topeka & Santa Fe Railway Co. et al. abandonment, has recom- 
mended that division 4 permit the Santa Fe to abandon and the 
Gulf, Colorado & Santa Fe quit operating the Sulphur branch, 
extending from Davis to Sulphur, Okla., a distance of about 
nine miles. Opposition was expressed by the Oklahoma crom- 
mission, citizens of the town of Sulphur and the Red Star Milling 
Co. Sulphur, a resort point in the Platt National Park area, 
at one time expected to rival Hot Springs, Ark., as a resort 
is also served by a branch of the Frisco. The business of the 
branch, the applicants contended, had so diminished, by reason 
of economic conditions and diversion of traffic to highway trans- 
portation, that it was being operated at a loss without prospect 
of profitable operation in the future. The examiner said that if 
the abandonment were permitted the result would be an increase 
of the wheat rates of four cents and of the corn rates of 3.5 
cents. He said the record showed there was not and would not 
be sufficient traffic to Sulphur to justify the continued service of 
that town by two railroads. 





NO NEW ROAD FROM DENVER 

The Commission, by division 4, in finance 9087, Denver 
Pacific Railroad Company proposed construction, has denied 
the application for authority to build a new railroad from Den- 
ver, Colo., to San Pedro Harbor, near Los Angeles, Calif. Appli- 
cant’s principal sponsor, a retired trainman, said the Commis- 
sion did not appear at the hearing on the application, the sole 
witness having been a civil and mining engineer who has been 
tentatively retained by applicant without remuneration. This 
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Witness stated that the only survey of the proposed route hag 
been made by airplane. He also admitted, said the Commission, 
that, because of physical barriers, construction of a line along 
the route proposed was impossible. The estimated cost of the 
line was approximately a hundred million dollars. 


L. & N. ABANDONMENT 


A certificate has been issued by the Commission, division 4 
in Finance No. 9380, Louisville & Nashville Railroad Co. aban. 
donment, authorizing the applicant to abandon its West Point 
branch, extending from Iron City to Pinkney, Tenn., a distance 
of about twelve miles. Protests were filed by Lawrence county, 
Tenn., and the Lawrence Coal & Iron Co. The latter contrib. 
uted $25,000 in aid of the construction of the line, which was 
built primarily to reach beds of brown iron ore near West Point 
and Pinkney. From 1888, when the branch was built, to 1916 
approximately 2,000,000 tons of ore were shipped, but none, the 
report said, had been mined since 1915. Some stored ore was 
moved out in the four years after mining ceased. Efforts of the 
applicant to sell the branch at its net salvage value or to leave 
it in place if someone would pay the taxes on it did not result 
in any agreement. The report said the branch had been oper. 
ated at a substantial loss for six years and there was little 
ground for hope that future operations would show any material 
decrease in the losses heretofore incurred. 


UNCONTESTED FINANCE CASES 


Keport and certificate in F. D. No. 9890, permitting’ the abandon- 
ment (a) by the Chester Railroad Company of part of its line of 
railroad in Morris County, N. J., and (b) of operation thereof by the 
Morris & Essex Railroad Company and the Delaware, Lackawanna 
& Western Railroad Company, approved. 

Report and certificate in F. D. No, 10172, permitting the Towns- 
ville Railroad Company and J. H. Bridgers, its trustee, to abandon, as 
to interstate and foreign commerce, the railroad of the former in 
Warren and Vance counties, N. C., approved. 

Report and order in F. D. No. 10217, authorizing the Chicago & 
Illinois Western Railroad to assume obligation and liability, as guar- 
antor, in respect of not exceeding $350,000 of Chicago & Illinois West- 
ern Railroad equipment trust of May 1, 1929, certificates to be issued 
by John H. Gulick, trustee, under an agreement to be dated November 
1, 1933, and delivered in exchange for a like amount of these certifi- 
cates now outstanding, approved. 

Report and certificate in F. D. No. 10163, permitting the Louis- 
ville & Nashville Railroad Company to abandon part of a branch 
line of railroad in Madison and Garrard Counties, Ky., approved. 


FINANCE APPLICATIONS 

Finance No. 10247. Pennsylvania-Reading Seashore Lines ask 
authority to abandon part of Williamstown branch line in Gloucester 
county, N. J., extending from connection with Bridgeton branch to a 
point 330 feet east of applicant’s Cape May branch, a distance of 
2,665 feet. 

Finance No. 10246, Southern Pacific Co. asks authority to ac- 
quire the railroad properties of the Phoenix and Eastern Railroad 
Co. in Maricopa and Pinal counties, Ariz. Applicant owns all the 
stock of the Phoenix and Eastern and it is proposed to obtain the 
dissolution of that company and have its properties conveyed to 
applicant as a liquidating stockholders’ dividend. The line is now 
operated by applicant. It consists of 88.386 road miles of main track, 
the principal termini being a point east of Phoenix and a point west 
of Winkleman, Ariz. 

Finance No. 9558. Amended application of Boston & Maine Rail- 
road for authority to abandon operation rather than to abandon 
completely its lines between Hudson and Fremont, 21 miles, and 
between Epping and West Gonic stations, 18 miles, in New Hamp- 
shire. 

Finance No, 3511. Supplemental application of Lehigh Valley Rail- 
road Co. for order extending to December 31, 1935, authority to pledge 
for short-term notes not exceeding $12,500,000 of general consolidated 
mortgage 5 per cent bonds of which $11,700,000 are now under pledge. 

Finance No, 9509. Supplemental application of Lehigh Valley Rail- 
road Co. for order extending to December 31, 1935, authority to pledge 
for short-term notes not exceeding $2,000,000 of general consolidated 
mortgage 5 per cent bonds of which $1,700,000 are now under pledge. 

Finance No. 10252. Seaboard Air Line and receivers ask authorit) 
to abandon the so-called ‘‘Pierpont spur,” 1.54 miles, extending to 
Pierpont, S. 


DROUGHT RELIEF RATES 

The Commission, by division 2, in an order, has authorized 
the Southern Pacific to publish and charge reduced rates, under 
section 22, on livestock and feeds “as may be found necessary” 
to and from a drought stricken area in western Utah between 
Promontory Point and Promontory, on the one hand, and the 
Nevada-Utah state line on the other. The Commission’s order 
permitting the publication and charging of reduced rates is 
based on the fact, recited in the order, that a period of severe 
drought exists and that immediate measures of relief are neces- 
sary. Section 6 and the provisions of Tariff Circular 20 were 
set aside by the order so as to permit of the quick and econom- 
ical publication of relief rates. The relief rates the Southern 
Pacific may publish are to expire June 30, 1934. 


CHANGE IN DOCKET 
Hearing in Finance No. 9558, Application of B. & M. R. R. for a 
certificate of public convenience and necessity permitting abandon- 
ment of lines in Hillsborough, Rockingham, and Strafford counties, 
N. H., assigned for December 8, at Nashua, N. H., before Examiner 
Sullivan, was canceled, 
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PACIFIC COAST CEMENT RATES 


N a proposed report in No. 25428, Beaver Portland Cement Co. 
| et al. vs. California Central et al., Examiner J. Edgar Smith, 
recommending dismissal, summarized his recommendation as 
follows: “Complaint, which alleges commercial competition in 
the states of Oregon and Washington between cements produced 
locally and water-borne cement made in California, specifically 
charging undue preference in transshipment rates lower than 
local rates from California cement plants to California ports of 
transshipment, San Francisco Bay and Los Angeles Harbor, the 
water-carriage from said California ports to north Pacific coast 
ports, such as Portland, Ore., and Seattle, Wash., being be- 
yond our jurisdiction, to the undue disadvantage of cement 
plants located in Oregon and Washington, dismissed.” 

The complainants were cement plants in Washington and 
Oregon. The substance of the complaint, the examiner said, 
was that the transshipment rates from the California plants to 
the California ports, being lower than the local rates, subjected 
the complainants to undue prejudice and disadvantage to the 
exact amount of the difference between the transshipment rate 
ard the higher local rate. Smith said the complaint was directed 
against the transshipment rates. He said that the complaint 
would be fully satisfied were the transshipment rates canceled 
or brought up to the level of the local rates. Smith said the 
complaint clearly was not the ordinary undue-preference-and- 
prejudice case, there being no suggestion that any of the rates 
were unreasonable. 

After comparing some of the rate and price data in the 
case, Smith said there must be some commercial explanation 
of a situation in which California cement was sold in Oregon in 
competition with Oregon cement when it appeared that the 
California cement, on a delivered basis, would cost more than 
the Oregon cement. He said it was certain the clue to that 
ability of California cement to compete locally with cement pro- 
duced in Oregon and Washington was not to be found in freight 
rates and charges. He added that it was also certain that the 
Commission’s jurisdiction did not require or permit the Com- 
mission to equalize commercial advantages by freight rates. He 
said that in view of decisions of the Supreme Court in certain 
cases, he had not discussed untenable suggestions made in be- 
half of the complainants. His references in connection with 
that declaration were to Texas & Pacific vs. Interstate Com- 
merce Commission, 162 U. S. 197 (43 S. Ct. Rep. 513), and Texas 
& Pacific et al. vs. United States et al., 289 U. S. 627, the last 
mentioned being the so-called Galveston port case. 


PIPE LINE DEPRECIATION 


A plan for depreciation accounting for common carrier pipe 
lines, effective Jan. 1, 1935, has been proposed by Examiner 
A. M. Bunten in No. 19200, depreciation charges of carriers by 
pipe line. Findings proposed by him, according to the summary 
of his report, in general, are adaptations of findings applicable 
to steam railroads. The case, he said, was supplemental to the 
cases considered in Telephone and Railroad Depreciation 
Charges, 118 I. C. C. 295 and 177 I. C. C. 351. The same funda- 
mental principles which were decided to be controlling in those 
cases, he said, were controlling in depreciation charges to be 
made by the common carrier pipe line companies. A hearing 
on the subject was held on April 12, 1927. That was a result 
of the recommendation of the Commission’s depreciation sec- 
tion, made on Feb. 7, 1926, that an order be entered concern- 
ing depreciation charges by pipe line companies substantially 
the same as the order entered with respect to depreciation 
charges of steam railroads, modified to the extent of making 
them fit the pipe line peculiarities. 

Prior to the submission of briefs on the pipe line phase 
of the matter, the Commission postponed the effective dates in 
the railroad and telephone cases and reopened them for further 
hearing. The proposed order with respect to pipe lines was 
indefinitely postponed. Further action was held in abeyance 
pending further decisions in the railroad and telephone cases. 
On July 28, 1931, the Commission issued further orders in the 
railroad and telephone cases. When that had been done the 
pipe line phase of the general subject was taken up again, the 
outcome being the Bunten proposed report. As a foreword to 
the Bunten report, the Commission, through Secretary McGinty, 
issued the following to all interested parties: 


This proposed report is submitted to the interested parties as a 
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basis for combined supplemental briefs and exceptions which may be 
filed on or before January 31, 1934, subject to the following: 

In view of the time which has elapsed since the hearing was held 
and the possibility that the interested parties are of the opinion that 
the Commission’s report and order should be based upon a record 
more nearly up to date, petitions for the reopening of and a further 
hearing in the case will be given appropriate consideration, provided 
they are received by the Commission, in Washington, not later than 
December 31, 1933. Such petitions, if filed, should include a statement 
setting forth specifically and in detail the matters in regard to which 
the petitioners desire to introduce evidence at the further hearing. 
In the event of a further hearing in the case the date as of which 
briefs must be filed will be announced later. 

At the close of the hearing in this case no requests were made 
for oral argument. For that reason, unless the case is reopened or 
a request for oral argument is received prior to January 31, 1934, ar- 
gument will not be heard. 


The pipe line companies divided into two groups, but ac- 
cording to Mr. Bunten their differences of view were not great. 
The principal question raised by the pipe lines, without regard 
to groups, was as to whether the unit or group method of 
depreciation should be used. All agreed, he said, that the 
straight line method of depreciation should be used. The pipe 
lines suggested the unit basis because the unit basis is used by 
the government in income tax methods. They generally used 
that basis, Mr. Bunten said. The pipe line companies said that 
it was doubtful whether the Bureau of Internal Revenue would 
accept an income statement including depreciation on the group 
basis. They suggested that conflict between two branches of 
the government would involve the keeping of duplicate sets of 
records at extra cost. They contended there was no good 
reason why the two departments of the government should not 
recognize an income account bases upon the same accounting 
principles. However, Examiner Bunten adhered, in his recom- 
mendation, to the group basis favored by the Commission. 


PROPOSED REPORTS 


Candy 


No. 26041, Standard Candy Co. vs. N. C. & St. L. et al. By 
Examiner L. B. Dun. Rates charged, candy, less than carloads, 
Nashville, Tenn., to points in Missouri, proposed to be found 
inapplicable. Examiner said the rates should be found inap- 
plicable in those instances in which they exceeded or were less 
than the lowest combinations over the routes of movement. 
Reparation proposed. 

Hay 


No. 26002, B. A. Atchison et al. vs. A. T. & S. F. et al. By 
Examiner Carl A. Schlager. Dismissal proposed. Rates charged, 
hay, moving interstate, Gower, Frazier, Agency, Richmond, Hen- 
rietta, Rayville, Plattsburg, Lathrop and Wexford Mo., to Kan- 
sas City, Mo., proposed to be found applicable, although in 
contravention of the long-and-short-haul part of Section 4, but 
not unreasonable. The examiner said the departure raised a 
prima facie presumption that rates of 13.5 and 12 cents were 
unreasonable to the extent that they exceeded the rate from 
and to the more distant points. The examiner, however, said 
that the presumption had been rebutted, hence his recommenda- 
tion that the rates were not unreasonable. The finding as to 
rates being in contravention of the long-and-short-haul part of 
the fourth section was made as to shipments moving after May 
22, 1931. 

Corn 


No. 25998, Scoular-Bishop Grain Co. vs. M. & St. L. et al. 
By Examiner C. J. Peterson. Dismissal proposed. Basis of rates 
applicable, corn, points in Iowa, stored in transit at Council 
Bluffs, Ia., thence forwarded to Oakland and Los Angeles, Cal., 
Medford and Portland, Ore., and Tacoma, Wash., not shown to 
have been or to be unreasonable or otherwise unlawful. Ship- 
ments were made in September and October, 1931. The exami- 
ner said the Commission should find that the applicable rates 
on the shipments “here considered were as herein indicated.” 
He said that the allegation of unreasonableness appeared to be 
based on the fact that the combination rates on the basis of 
which defendants claimed charges should have been collected 
ranged up to 77 cents, whereas a rate of 67 cents was pre- 
scribed in Grain and Grain Products, 164 I. C. C. 619, from Group 
E, which included most of the points in Iowa, to the Pacific 
coast. He then called attention to the fact that the Supreme 
Court had held that the Commission’s order, which was made 
effective August 1, 1931, was invalid because it was not based 
on a record representative of present conditions and that the 
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carriers were permitted to re-establish the rates in effect on 
July 31, 1931. He said that an examination of the tariffs on 
file with the Commission showed that rates of 66 cents, mini- 
mum 60,000 pounds, and 71.5 cents, minimum 50,000 pounds, to 
Los Angeles, and 71.5 cents, minimum 50,000 pounds, to Medford 
and Portland, Ore., and Tacoma, Wash., were in effect prior to 
August 1, 1931; that these rates were re-established on Febru- 
ary 20, 1932; and that, effective March 26, 1933, rates of 57 
cents, minimum 80,000 pounds, were established from Group E 
to all of these destinations, as compared to rates of 67 cents, 
minimum marked capacity of car but not less than 60,000 pounds, 
prescribed from and to the same points in Grain and Grain 
Products, supra. 

Wheat Flour 


No. 25851, Rea-Patterson Milling Co. vs. M. P. et al. By 
Examiner Harold M. Brown. Rates charged, wheat flour, less- 
than-carloads, Coffeyville, Kan., to Atlanta, Ga., shipped since 
March 2, 1930, proposed to be found to have been inapplicable. 
Applicable rate, $1.205, not unreasonable. Reparation proposed. 


Drilling Cable and Iron Pipe 


No. 25769, E. B. Guess vs. A. T. & S. F. et al. By Examiner 
Herbert P. Haley. Applicable rates, second-hand drilling cable 
and second-hand iron pipe, points in western Texas to Albu- 
querque, N. M., proposed to be found unreasonable on shipments 
delivered or tendered for delivery since January 31, 1931, to 
the extent they exceeded or may exceed 38 per cent of the 
southwestern revision rates plus the Texas-Oklahoma differen- 
tials. Reparation proposed. 


Scrap Iron 


No. 25757, Louis Caplan vs. Pennsylvania. By Examiner 
Myron Witters. Rates, scrap iron, Burgettstown, Pa., to Steu- 
benville, O., and Wierton, W. Va., proposed to be found not un- 
reasonable in the past but unreasonable for the future to the 
extent they may exceed $1.25 a gross ton. Establishment of 
new rate proposed. 


SOUTHERN PACIFIC ABANDONMENT 


Examiner C. P. Howard, in Finance No. 9791, Southern Pa- 
cific Co. abandonment, has recommended that division 4 permit 
the abandonment by the applicant of the operation of a part of 
its Promontory branch, extending from Kelton to Lucin, a 
distance of approximately 55 miles, in Box Elder county, Utah. 
The Utah commission, which held the hearing for the federal 
body, recommended that the application be denied. The branch, 
including that part in question, the examiner said, was a part of 
the original Central Pacific mail line between Ogden, Utah, and 
Sacramento, Calif., which was opened for operation in 1869, 
and was used as a main line until the completion of the appli- 
cant’s main line across Great Salt Lake on January 1, 1905. The 
branch proposed to be abandoned is a part of the land grant 
lines of the Southern Pacific system. The examiner said the 
line originated very little traffic and that bridge traffic, principally 
wheat, constituted 3 per cent of the total. Passenger traffic, he 
said, was negligible. The average net increase in rates by the 
reason of the proposed abandonment was estimated by witness 
for the applicant at approximately 1 per cent with no increase in 
the rate on wheat shipments. The examiner said that owners 
of live stock along the branch marked for abandonment would 
doubtless sustain some inconvenience from abandonment. But, 
he added, the line had been operated at a substantial loss for 
the last five years and that the record afforded little ground for 
the hope that future operation would show any material decrease 
in the losses heretofore incurred. 


PETITIONS FOR REHEARING, ETC. 


No. 19610, Switching rates in Chicago Switching District. The 
Cc. & I. W. Railroad, respondent, has asked leave to amend its pe- 
tition of November 23, 1933, covering the intrastate rate on crude 
coal tar from the plant of the Chicago By-Products Coke Co. to the 
plant of the American Tar Products Co. over its single-line route 
within the switching district of Chicago by including therein a similar 
rate on water gas tar from and to the same points, and asks modi- 
fication of Commission’s order of July 3, 1933, herein so as to except 
therefrom the said intrastate rates on both coal tar and water gas 
tar, and for the entering of such other and further orders as may seem 
just to the Commission. 

No. 24088 and Sub. 1, Rudy-Patrick Seed Co. vs. A. T. & S. F. 
et al. Complainants ask for reconsideration upon the record as made 
of certain phases of said proceedings. 

No, 24885, Harrisonburg Chamber of Commerce et al. vs. C. & O. 
et al. Complainants and interveners, in a supplemental petition, ask 
the Commission for clarification of the report and order of division 
2, dated August 22, 1933, and for reconsideration of the order of di- 
= < with respect to rates on coal from C. & O. mines to Harrison- 

urg, Va. 

No. 25226, National Brick Co. vs. C. & N. W. et al. Complainant 
asks for reopening and reconsideration by the entire Commission on 
the record as made. 

No. 25796, Red Top Malt Co. vs. B. & O. et al. Complainant asks 
reopening and reconsideration by full Commission on record as made. 
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No, 23251, Sub. 2, M. D. Friedman Co., Inc. vs. C. & O. et aj 
Complainant asks reopening and reconsideration. ; 

No. 24924, Carpenter-Hiatt Sales Co. et al. vs. A. T. & S. F, g 
al. California Citrus League asks reconsideration and oral argument 
af ae entire Commission and furthr postponement of effective date 
of order. 

No, 24924, Carpenter-Hiatt Sales Co. vs. A. T. & S. F. et al, 
Interveners of record have filed a petition in support of carriery 
petition for reconsideration and oral argument before entire Commis. 
sion and/or extending further the effective date of order and amend. 
ment of order to provide equal transportation costs in any event, for 
same amount of product when shipped in wood as when shipped ip 
containers of record in this case. 

No, 23972, R. W. Burch, Inc., et al. vs. Railway Express Agency, 
Inc., et al. Complainants ask reconsideration by entire Commission 
of the decision dated November 7, 1933, with respect to the unreason. 
ableness of the rates and refrigeration charges and reparation on 
carload shipments of strawberries moving in express service. 

No, 24497, The Trenton Potteries Co. et al. vs. A. C. L. et al, 
and No. 25076, Trenton Chamber of Commerce et al. vs. A. C. L. et al, 
Ceramic Allied Products, Inc., New Jersey Porcelain Co., Scammell 
China Co., the Cook Pottery Co., the Star Porcelain Co., Trenton 
Chamber of Commerce, the Trumbull Electric Manufacturing Co., ang 
United Clay Mines Corporation, interveners, and the Trenton Cham- 
ber of Commerce on behalf of the Circle F. Manufacturing Co., Mercer 
Porcelain Co., Inc., Union Electrical Porcelain Works, Inc., com- 
palinants in No. 25076, and Crescent Tile Co., Inc., Fulper Pottery 
Co., and Wenczel Tile Co., Inc., interveners in No. 25076, ask for re- 
consideration of petition for reopening, reargument and reconsidera- 
tion. 

No. 24945, Muscle Shoals White Lime Co. vs. A. G. S. et al, 
Compainant asks rehearing, or if denied, reconsideration by entire 
Commission, or if denied, reconsideration by division 3. 

No. 18529, Arkansas Railroad Commission et al. vs. A. A. et al, 
and No. 19732, American Fruit Co., Inc., et al, vs. R. C. B. H. & W. 
et al. Southwestern Lines ask that the orders in these proceedings be 
set aside in so far as they require the maintenance of the prescribed 
rates from points in Southern Missouri to destinations in North 
Dakota and South Dakota. 

Finance No. 8480, In the matter of the application of Kansas 
City Terminal Railway, under paragraphs 18 to 21, inclusive, of 
section one of the interstate commerce act for a certificate of pub- 
lic convenience and necessity for the construction and extension 
of its line of railroad between certain points in the City of Kansas 
City, County of Jackson, State of Missouri. Applicant asks order 
extending the time for a completion of such extension and keeping 
the order heretofore entered alive and in force until June 30, 1934. 

No. 26235, Cotton from and to points in the southwest and Mem- 
phis, Tenn. Southwestern Compress & Warehouse Association asks 
for modification and enlargement of Commission’s order of December 
2, 1933, and for postponement of hearing in order to afford ample 
time for the preparation of the data in question. 

‘No. 25864, Williams Brothers, Inc., vs. A. T. & S. F. et al. Com- 
= asks for reconsideration by entire Commission on record as 
made. 


COMMISSION ORDERS 


Finance No, 10222, Midland Continental Railroad NRA Applica- 
tion. Application dismissed upon request of applicant. 

Fourth Section Application No. 13473,: Rates from and to Pacific 
Coast territory. Fourth section application No. 13473, 192 I. C. C. 
153 and 196 I. C. C. 197 is reopened for further hearing upon pro- 
priety of class E minima imposed by fourth supplemental fourth 
section order No. 10183, entered August 23, 1933, in that proceeding, 
and assigned for further hearing in so far as it relates to the matter 
above, on January 4, 1934, ten o’clock a. m., standard time, at office 
of Interstate Commerce Commission, Washington, D. C., before Ex- 
aminer C. K. Glover. 


Fourth Section Application Nos. 14668 and 14671, Ocean-rail rates 
from Atlantic Seaboard territory. Proceeding reopened for further 
hearing upon the questions raised by the petition of Southern Pacific 
Co. (Southern Pacific Steamship Lines ‘‘Morgan Line’’) and Clyde- 
Mallory Lines respecting relief in connection with (a) combination 
rates, (b) commodity rates, and (c) rates in which departures would 
occur at intermediate destinations, and assigned for further hearing 
January 5, 10 o’clock a. m., standard time, at the office of the In- 
terstate Commerce Commission, Washington, D. C., before Exam- 
iner M. L. Boat. 

No, 22426, Rates and minimum weights on metal containers. The 
portion of the order heretofore entered in these proceedings in No. 
13535 et al., Consolidated Southwestern Cases, on April 5, 1927, which 
prescribes maximum reasonable rates for cans, pails, boxes and 
cracker cans, tin or sheet iron, and drums, sheet iron, straight-sided, 
in straight or mixed carloads, is vacated and set aside. 

No. 24924, Carpenter-Hiatt Sales Co. vs. A. T. & S. F. et al. 
Suspension order of October 16, 1933, further modified so as to 
become effective December 30, 1933, upon not less than 10 days’ 
notice instead of upon not less than 30 days’ notice. 

No. 24945, Muscle Shoals White Lime Co. vs. A. G. S. et al. 
Petition of defendants dated November 14, for consolidation of this 
proceeding with I. & §S. 3742 and 3776, by which postponement of 
effective date of order is sought, in so far as it requests postpone- 
ment of effective date of order is denied. 

No. 26254, Swift & Co. vs. St. L.-S. F. et al. 


Willow Springs 
Creamery Co. permitted to intervene. 


VALUATION REPORTS 


_ Valuation No. 1141, Chicago, Springfield & St. Louis Railway Co., 
opinion No. B-897, 43 Val. Rep. 779-94. Final value of the property 
owned and used found to be $1,900,000, and of property used but 
not owned $608 as of December 31, 1927. 

Valuation No. 1126, Ventura County Railway Co., opinion No. 
B-853, 43 Val. Rep. 287-98. Final value. property owned and used, 
ig and property used but not owned, $7,148, as of December 

Valuation No. 1166, Westfield Railroad Co., opinion No. B-882, 
43 Val. Rep. 619-27. Final value, property owned and used, $230,000, 
as of December 31, 1927. 

Valuation No. 1113, Peoria, Hanna City and Western Railway Co., 
opinion No. B-916, 43 Val. Rep. 871-86. Final value, property owned 
and used, $230,000 and property used but not owned, $7,500, as of 
December 31, 1927. 
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A stack of briefs about two feet high in No. 17000, part 7, 
Hoch-Smith grain and grain products, were made public by 
the Commission on December 5. It was estimated that about 
two-thirds of the briefs that would be filed in that case were 
in hand on that day. These briefs are arguments based on the 
record made in the reopened case. The case was reopened on 
April 12, 1932, on account of the decision of the Supreme Court 
of the United States, in A. T. & S. F. Ry. Co. et al. vs. United 
States et al., 284 U. S. 248, the gist of which was that the Com- 
mission’s prior decision and order were based on a record so 
old that the carriers were entitled to injunctive relief. 

The briefs filed on the day mentioned were roughly classified 
as arguments of the carriers, of the state commissions, indi- 
yidual millers, grain exchanges and organizations of millers. 
Briefs of the carriers and shippers were sub-divided so as to have 
territorial arguments in behalf of each set of railroads and ship- 
pers. In the general brief for the carriers in the western dis- 
trict the representations were in behalf of the general level 
which the western carriers had proposed at the hearings. Addi- 
tional carrier briefs were filed on behalf of the western trunk 
line railroads, official classification lines, eastern carriers, the 
Toledo, Peoria & Western, the Green Bay & Western, the Ke- 
waunee, Green Bay & Western, the Union Pacific system, and 
the Pacific Coastwise Conference Steamer Lines. 

Briefs on behalf of state regulating bodies were filed by 
the Department of Public Works in Washington, which spoke 
for the North Pacific Millers Association, Seattle Chamber of 
Commerce and port of Seattle, the Tacoma Chamber of Com- 
merce and the Port of Tacoma; the Public Utilities Commissioner 
of Oregon; the Public Service Commission of Wyoming; the 
North Dakota commission in behalf of that state, the North 
Dakota Terminal Exchange, Greater Grand Forks Traffic Asso- 
ciation, and the Fargo Chamber of Commerce; the state of 
South Dakota, in behalf of producers and shippers therein; the 
National Association of Railroad and Utilities Commissioners, 
which was filed on behalf of the public in those states repre- 
sented upon “brief filed in the public behalf by state commis- 
sion counsel and attorneys general of various states in the 
western district, December 31, 1928’; and in No. 16141, State 
of Idaho ex rel. Public Utilities Commission of Idaho vs. Oregon 
Short Line et al. 

Briefs on behalf of grain exchanges and organizations of 
that character were filed by the Chicago Board of Trade; Cairo, 
Ill., Board of Trade; Hutchinson, Kan., Board of Trade Associa- 
tion; Peoria, Ill., Board of Trade; Duluth, Minn., Board of Trade; 
Memphis Merchants Exchange; Milwaukee Grain and Stock 
Exchange; Amarillo, Tex., Grain Exchange and Panhandle Grain 
Dealers’ Association; Sioux City, Ia., Grain Exchange; Min- 
neapolis Traffic Association; Galveston Cotton Exchange and 
Board of Trade, Harris County Houston Ship Channel Navigation 
District and Texas City Board of Trade; Omaha Grain Exchange; 
Fort Worth Grain and Cotton Exchange; Ogden, Utah, Grain 
Exchange; Merchants Exchange of St. Louis (2); and Ogden, 
Utah, Grain Exchange. 


Organizations of millers were represented in briefs by the 
Central Missouri Millers Club; Southwest Missouri Millers Asso- 
ciation; Oklahoma Millers Association and the Enid, Okla., Board 
of Trade; Commerce Association of Aberdeen, S. D.; Central 
Nebraska Grain Shippers Association and Superior Traffic Asso- 
ciation; Southern Kansas Millers Club and Wichita Board of 
Trade; Texas Grain Dealers Association; Millers’ National Fed- 
eration; Minnesota-Dakota Transit Millers and Russell-Miller 
Milling Co.; Texas Industrial Traffic League and Central Grain 
Committee of Texas; New Orleans Joint Traffic Bureau; Farm 
Seed Association of North America and the American Seed Trade 
Association; Washington State Farm Bureau, Washington State 
Grange, Washington and Northern Idaho Farmers’ Union, 
Umatilla County Farm Bureau, Oregon and Southern Idaho Farm- 
ers Union, Oregon State Grange, Eastern Oregon Wheat League, 
and North Pacific Grain Growers, Inc. 


Representations in behalf of companies and groups of com- 
panies were made in behalf of Kalmbach-Burckett Co., Inc., 
Kaddo Kane Mills, Fowler Commission Co., and Shreveport, 
La., Grain and Elevator Co.; Globe Grain and Milling Co., Cali- 
fornia Milling Corporation, and Capitol Milling Co.; Albers 
Bros. Milling Co.; Colorado Milling & Elevator Co.; complainants 
in No, 19263, Taylor Milling Co. et al. vs. A. T. & S. F. et al.; 
Montana Flour Mills Co., and Montana Elevator Co.; Southern 
Minnesota Mills; International Milling Co.; Sperry Flour Co.; 
Allan & Wheeler Co., Cincinnati Board of Trade, Early & Daniel 
Co., Evansville Chamber of Commerce, Indianapolis Board of 
Trade, Lawrenceburg Roller Mills Co., Louisville Board of Trade, 
Mennel Milling Co., and Rossville Union Distilleries, Inc.; Archer. 
Daniels-Midland Co., Spencer Kellogg and Sons, Inc., Minnesota 
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Linseed Oil Co.; Cargill Elevator Co., Cargill Grain Co. and 
Cargill Grain Company of Nebraska; and Waggoner-Gates Mill- 
ing Co. 

The brief of Albers Milling Co. may be cited as a presenta- 
tion in behalf of a territorial division. It asserts that in order 
to bring about a reasonable rate structure on grain and grain 
products within the western district and to remove undue 
prejudice and undue discrimination now existing in that dis- 
trict and otherwise conform the structure in line with the man- 
date of the Hoch-Smith resolution, there should be uniform 
description of commodities for application throughout the dis- 
trict, the description to be that which was formerly published 
and designated as lists 1 to 9, inclusive, in Boyd’s No. 220, 
I. C. GC. No. A-2159. It argues that the millers in mountain- 
Pacific territory are entitled to the same commodity description 
as accorded western trunk line and southwestern territory ship- 
pers. One qualification, it said, was that “we are willing that 
rates on cereal food preparations, partially prepared for human 
consumption, but requiring cooking, shall not exceed 125 per cent 
of the grain rates.” The brief calls for uniform transit privi- 
leges through the western district, the removal of the existing 
transit charge in north Pacific coast territory; back and out 
of line haul charges in line with arguments under caption “tran- 
sit privileges;” and the establishment of point to point com- 
modity rates on grain between points in mountain-Pacific terri- 
tory upon a relative basis. The brief requests the Commission 
to be specific in its findings as to any matters which, if left to 
the discretion of the carriers, might be granted to some ship- 
pers and withheld from others, creating as a result thereof 
chaos, confusion and prejudice such as it asserts were experi- 
enced under the previous decision of the Commission in this 
proceeding. 

The intricate and complex character of many of the briefs 
is illustrated by the fact that in the brief of the Chicago Board 
of Trade assignments of errors alleged to have been committed 
by the Commission in the prior report, with arguments thereon, 
cover 57 pages in a brief of 143 pages. 

In the brief filed by the National Association of Railroad 
and Utilities Commissioners, the concluding thought is that the 
carriers cannot claim exemption from the effects of economic 
changes or of unfortunate investments. The brief asserts that 
the carriers rely upon a showing that their revenues have been 
greatly reduced by the present depression, that their needs for 
additional revenues are great, and that a revision of grain rates 
to the general level provided by the Commission’s former order 
or to a lower level will result in the loss of many millions of 
dollars. They do that, asserts the brief, instead of making a 
cost showing in accordance with a notice given them by the 
Commission in Northwestern Grain Rate Case, 122 I. C. C. 235, 
that it would determine the fair share of the transportation 
burden which should be placed upon grain, and would establish 
rates accordingly, giving particular attention to relative costs 
and revenues of the different classes of traffic. Nevertheless, 
adds the brief, the carriers have wholly failed to make the cost 
showing which they were invited to make. 

After suggesting that the carriers might have overbuilt 
their properties or if the appearance of competing agencies of 
transportation had rendered such properties to a subtsantial 
extent no longer necessary or useful, the brief asserts that 
nothing is to be gained by attempting to keep alive “railroad 
securities in cases where the issuing corporation has no reason- 
able prospect of being able to earn its fixed charges under its 
present capital structure.” The brief declares that the owners 
of railroad securities must face the fact and take their loss 
“exactly like the owners of other forms of property which has 
lost its usefulness to society through the march of progress 
or changes in economic conditions.” 

The official classification lines said that the Commission 
should find that the present export rates, both reshipping and 
local, from Chicago, Peoria and St. Louis and from Illinois 
points, where they received grain from their connections, had 
not been shown to be unreasonable or excessive and should not 
be further reduced; and that the record contained no evidence 
which would warrant any change in the present relationship 
between the rates on wheat and other grain or in the present 
relationship between the rates on grain, grain products and 
grain by-products. 

Railroads in the western district said that parties who op- 
posed even slight increases over the rates prescribed by the 
Commission in the former report, but asked that the rates be 
reduced, based such a request upon the assumption that the 
reduction, or at least a part of it, would accrue to the producer 
in the form of higher prices. 

“This assumption is without any foundation in theory or 
experience,” says the brief. “The record shows that the market 
is a consumer’s market and that a change in the grain rate 
level affects the amount which the consumer pays. If the grain 
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rates are lowered the consumer pays less. Many instances are 
shown of record where rate reductions have forced a lower 
destination price.” 

Steamer lines of the Pacific coastwise conference took part 
in the reopened proceedings on account of What they said was 
the disastrous affect of the Commission’s order in the original 
decision. That order said that carriers by water subject to 
the interstate commerce act “will be expected to comply with 
its terms.” The Commission said that if they did not comply an 
order would be entered. The order compelled the through rail- 
water rates to be on a parity with the all-rail rates, said the 
steamer line brief. The brief said the steamer lines sought 
a rectification of that mistake in rates, rail-water from the 
Pacific coast northwest territory into California. They submit- 
ted that putting rail-water rates on the level of the all-rail rates 
was not in accordance with the policy of section 500 of the 
transportation act nor in accordance with previous decisions 
of the Commission, which recognized the necessity of a lower 
rate by water when compared with rail transportation. 

The lower Missouri River markets, speaking through the 
Atchison Chamber of Commerce, Leavenworth Chamber of 
Commerce, St. Joseph Grain Exchange, and the Board of Trade 
of Kansas City, Mo., in a brief that was given out by the 
Commission December 6, said the rate structure provided in the 
original decision in the Hoch-Smith grain case was admirably 
adapted to the conditions of the industry. The absence of 
criticism of its fundamental character, they said, spoke volumes 
for its merits. 


A separate brief was filed by the Kansas City Southern and 
the Texarkana & Fort Smith, dealing with conditions peculiar 
to those carriers in the transportation of grain. 


The Iowa commission said it submitted that the level of 
grain rates was too high and that the differential between the 
wheat and coarse grains should be continued as corn and other 
coarse grains could not pay as high rates as might be war- 
ranted for wheat. Nebraska suggested that the Commission 
find the present rates were unlawful to extent that they ex- 
ceeded either th basic W. T. L. scale prescribed in the original 
decision or a scale somewhat lower than that. 


Among other things the Southwestern Millers’ League said 
that rates on wheat and its products from the Missouri River 
cities, Kansas City to Omaha, inclusive, to Chicago, should not 
exceed the rates contemporaneously maintained from Minne- 
apolis and Duluth to the same gateway. 


The Midland Flour Milling Co. and Ponca City Milling Co., 
Inc., said the Commission should require the carriers to con- 
tinue the blanket adjustment from northern Oklahoma, includ- 
ing Blackwell and Ponca City, to Memphis for beyond and also 
make it applicable to Memphis, proper. To Arkansas points 
Blackwell and Ponca City should be placed on an equality with 
competitors in northern Oklahoma. 


Northern carriers serving Washington, northern Idaho, Mon- 
tana, North Dakota, northern and western Minnesota and the 
Great Northern and Soo lines in South Dakota, said that they 
believed the rates they proposed were fully justified not only 
by the precarious financial situation in which those railroads 
found themselves, but also by reason of the comparison of 
present earnings on grain and products with those on other 
traffic; by the cost studies submitted by them; and by com- 
parison with rates which the Commission heretofore had pre- 
scribed in other sections of the western district in a period 
when the financial situation of the carriers was very much 
more favorable than at present. 


The Corporation Commission of Oklahoma, among other 
suggestions, said that a scheme somewhat similar to the one 
adopted to the one in the first report in this case be reestab- 
lished with corrections and additions to bring into effect uni- 
formity which Oklahoma said it has advocated in the original 
proceedings. 

The White Feed Mills, Pine Bluff, Ark., said that their 
position was that the Commission should prescribe among other 
things the same proportional rate from St. Louis, Mo., to Little 
Rock and Pine Bluff, Ark., the same proportional rate from 
Kansas City, Mo., to Little Rock and Pine Bluff, and flat rates 
from all milling points to Arkansas, Louisiana, Texas, and the 
Mississippi Valley and that they should be on the same scale 
and distance plan. 

The Department of Public Works, the Columbia Basin Rate 
Committee, Seattle Chamber of Commerce, Tacoma Chamber of 
Commerce, and the ports of Seattle and Tacoma, in a supple- 
mental brief, in No. 17000, part 7, Hoch-Smith grain, ask for 
the removal of the Columbia basin differential on grain as 
between Portland, Ore., and Seattle and Tacoma. They empha- 
size the fact that they did not ask, they said, and were not 
asking the Commission now to order an equalization of the 
rates. All they were asking, they said, was removal of the order 
of the Commission requiring a differential so that the carriers 
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would be left free to equalize the rates if they desired to do go 
The railroads, the brief added, favored equalization of the rates 


COTTON DATA REQUESTED 


Cotton originating carriers have been asked by the Commis. 
sion, in No. 26235, cotton from and to points in the southwest, 
and Memphis, Tenn., to furnish information for inclusion in the 
record and to present it at the hearing at Houston, Tex., which 
is to begin on Jan. 8, 1934. The information desired jis set 
forth in a notice issued by the Commission, as follows 


1. What is the approximate transportation cost of assembling up. 
compressed cotton at compress or concentration points in the South- 
west and at Memphis? 

2. What is the approximate cost of delivering compressed cotton 
at the ports involved in the investigation where it is necessary that 
carload lots of cotton be delivered to more than one delivery. point 
at destination? 

3. What saving in transportation costs should be realized by com- 
pression of cotton (a) to standard density and (b) to high density, 
at interior compress points where such cotton is transported there. 
from to the respective ports involved in this proceeding, as contrasted 
with the shipment of uncompressed cotton in carload lots of 25,000 
pounds minimum? 

4. What, if any, changes have taken place in the method of hand. 
ling cotton by railroad within the territory involved since the record 
was made in the general cotton investigation in I. C. C. Docket No, 
17000, Part 3, and how have such changes affected the cost of hand- 
ling such traffic? 

5. To furnish a statement showing the movement under (a) any 
quantity rates; (b) under each carload minimum. 

6. The average loads and hauls, (a) on through cotton not given 
concentration or compression in transit privilege; (b) cotton from 
country origins to concentration point; (c) cotton from concentration 
points to the ports. 

7. Average load of free cotton in mixed cars of free or concen- 
trated and/or compressed in transit cotton from concentration point, 

8. Indirect or out of line service performed on concentratied 
and/or compressed in transit cotton. 

9. Revenue test on cotton moving under carload rates to show 
revenue under rates assessed as contrasted with revenue under any 
quantity rates, the any quantity revenue to be adjusted to take into 
account the expenses incurred in performing service not performed 
in connection with carload rates. 

10. To show by operating statistics what economies, if any, are 
acersmplished by handling heavy loads as contrasted with light loads, 
particularly the difference in transportation costs for handling load 
of 25,000 pounds through from one origin to one destination as con- 
trasted with loads of 50,000 to 75,000 pounds handled from one origin 
to one destination, also taking into account gathering services for an 
average distance of 40 miles required to accomplish loads of 50,000 
and 75,000 pounds. 

11. What saving, if any, in the accessorial services given cotton 
under the any quantity rates compared with carload rates, that is, as 
to the cost of loading, cost of handling at compress points and cost 
of handling at destination, including mixed platform service and dray- 
age or switching. 

12. Any evidence available to show that the present rates, or such 
rates as they may themselves propose at the hearing, are not less 
than necessary to meet unregulated competition or compensatory and 
non-discriminatory. 


The carriers asked to furnish information are the Santa Fe 
system, Burlington system, Rock Island system, Gulf, Mobile & 
Northern system, Illinois Central system, Kansas City Southern, 
Louisiana & Arkansas, Katy system, Missouri Pacific system, 
Mobile & Ohio, Southern Pacific lines in Texas and Louisiana, 
St. Louis-San Francisco system, St. Louis Southwestern system 
and Texas & Pacific. 


REDUCED PASSENGER FARES 


The Commission has suspended orders heretofore issued by 
it to bring about the interstate level of passenger fares within 
various states which had refused to permit increases when the 
interstate level was raised, so as to enable the carriers to reduce 
the present level. The orders suspending the former orders were 
issued upon applications as follows: 

By the Southern, the Alabama Great Southern, Georgia & 
Southern & Florida, and Tallulah Falls Railway in No. 13412, 
surcharges for transportation of passengers in sleeping or parlor 
cars between points in the state of Georgia; by the New Orleans 
& Northeastern in No. 11863, Louisiana rates, fares and charges; 
by the Southern, the Carolina & Northwestern, Carolina & Tennes- 
see Southern, High Point, Randleman, Asheboro & Southern and 
State University Railroad Co., in No. 14789, surcharges for trans- 
portation of passengers in sleeping or parlor cars between points in 
the state of North Carolina; by the Southern, the Alabama Great 
Southern and Northern Alabama, in No. 12214, surcharges for 
transportation of passengers in sleeping or parlor cars between 
points in the state of Alabama; and the Southern in No. 11703, 
in the matter of intrastate rates within the state of Illinois. 

In Fourth Section Order No. 11428, passenger fares within 
the south, the Commission, by division 2, has authorized carriers 
for which C. B. Rhodes is publishing agent to establish fares for 
transportation in coaches on the basis of 41.67 per cent of pres- 
ent one-way first class fares (approximately 1.5 cents a mile), 
and in sleeping and parlor cars on the basis of 83% per cent 
of the present one-way first class fares (approximately 3 cents 
a mile), without surcharge, eyen though the establishment of 
such fares results in aggregate fares lower than existing joint 
interline fares. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


ts taken from Reporters and Digests of National Reporter oe 
(Digeenblished by West Publishing Co. St. Paul, Minn. Copyrigh 
1933, by West Publishing Co.) 





(Appellate Court of Indiana, in Banc.) Measure of damages 
for conversion of one or more parts of machine is value of 
such part or parts at time and place of conversion, together 


with such consequential damages as followed therefrom. (New 
York Cent. R. Co. vs. Buckley Rubber Co., 187 N. E. Rep. 353.) 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken f and Digests ef Nationa] Reporter a 


rem Reporters 
published by — Publishing Co., St.  % Copyright, 
1938, by West Publishing Ce. 





REGULATION OF COMMON CARRIERS 


(Appellate Court of Indiana, in Banc.) Where delivery of 
interstate shipment on team track was accepted and freight 
paid, mere leaving of parts of shipment on railroad right of way 
did not entitle railroad to recover storage charges published 
and filed with Interstate Commerce Commission. (New York 
Cent. R. Co. vs. Buckley Rubber Co., 187 N. E. Rep. 353.) 





(Supreme Court of Oregon.) Only limitation on power of 
state to regulate motor transportation agencies is such as is 
fixed by state and Federal Constitutions. (Anderson vs. Thomas, 
Commissioner of Public Utilities, 26 Pac. Rep. (2nd) 60). 

Use of highway for motor transportation for purposes of 
gain is special and extraordinary, and Legislature may regulate 
such use of highways as it sees fit.—Ibid. 

Provisions of Motor Transportation Act, although impos- 
ing on contract carriers some of duties, obligations, and burdens 
generally imposed on common carriers, held not unconstitu- 
tional under due process clause (Laws 1933, p. 750; Const. U. S 
Amend. 14).—Ibid. 

Provision in Motor Transportation Act authorizing commis- 
sioner of public utilities to regulate rates of contract carriers 
by motor vehicle held not invalid (Laws 1933, p. 755, Sec. 7).— 
Ibid. 

Provisions of Motor Transportation Act, although contain- 
ing exemption in favor of motor vehicles operated on rural mail 
routes, motor vehicles transporting school students or instruc- 
tors, and motor vehicles used by farmers, creameries, and spe- 
cial carriers transporting logs, timber, etc., held not invalid 
as being unjustly discriminatory as against contract carriers 
(Laws 1933, p. 750; Const. U. S. Amend. 14).—Ibid. 

Provision in Motor Transportation Act, requiring contract 
carriers to pay tax of one mill per combined weight ton mile, 
and private carriers to pay tax of three-fourths mill, held not 
unlawful discrimination in favor of private carriers (Laws 1933, 
p. 750).—Ibid. 





(Supreme Court of Washington.) General rule is that title 
to goods shipped by common carrier passes at once to consignee. 
(Puget Sound Bulb Exchange vs. St. Paul Fire & Marine Ins. 
Co., 26 Pac Rep. (2nd) 85.) 





* 7 o @ 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digowss ¢ National Reporter System, 


published by “— a, -4- =. - Copyright, 
33, by West Publishing 





(District Court, S. D. Florida, Jacksonville Division.) In 
libel for damage to refrigerated cargo of citrus fruit, evidence 
required finding that cargo when loaded was affected by inher- 
ent vice due to preshipment dry-cleaning treatment. (The 
Georgian et al., 4 Fed. Sup. 718.) 
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Carrier is not estopped by issuance of clean bill of lading 
from showing as against original shipper true condition of 
shipment when received; recital of bill being only prima facie 
proof, and not warranty (Harter Act, Sec. 4 (46 USCA, Sec. 
193) ).—Ibid. 

In libel for damage to refrigerated cargo of citrus fruit, 
evidence required finding that damaged condition of fruit on 
arrival at destination was due in part to preshipment treat- 
ment and in part to negligent refrigeration on voyage.—lIbid. 

Owner of vessel held liable for cargo damage done by sea 
water entering through bolt holes formed in deck due to heavy 
weather which carried away brackets and guards, where there 
was no evidence that bolts were inspected or were in good 
condition at beginning of voyage; damage not being occasioned 
by “perils of sea” within statute (Harter Act, Sec. 3 (46 USCA, 
Sec. 192) ).—Ibid. 

Shipowner has burden of establishing seaworthiness or 
showing due diligence, to obtain benefit of exemption from 
liability for cargo damage, and doubts are resolved against 
ship (Harter Act, Sec. 3 (46 USCA, Sec. 192)).—Ibid. 

Surveyors’ or inspectors’ certificates of seaworthiness are 
not conclusive in determining vessel’s liability for cargo damage 
(Harter Act, Sec. 3 (46 USCA, Sec. 192)).—Ibid. 

Vessel to be “seaworthy” must be reasonably fit to carry 
cargo which she has undertaken to transport (Harter Act, Sec. 
3 (46 USCA, Sec. 192)).—Ibid. 

“Perils of the sea,’ within provision limiting shipowner’s 
liability, mean conditions which are so extraordinary or cata- 
strophic as to overcome safeguards by which skillful and dili- 
gent seamen ordinarily bring ship and cargo to port in safety 
(Harter Act, Sec. 3 (46 USCA, Sec. 192)).—Ibid. 

“Due diligence” to make vessel seaworthy requires owner 
to take reasonably adequate precautions for protection of cargo 
against perils which are known or might be anticipated by 
reasonable foresight (Harter Act, Sec. 3 (46 USCA, Sec. 192)). 
—Ibid. 

That vessel encountered heavy seas will not alone support 
finding that damage to cargo by sea water entering through 
rivet or bolt holes in deck was due to “perils of sea” (Harter 
Act, Sec. 3 (46 USCA, Sec. 192)).—Ibid. 

Where damaged condition of citrus fruit cargo was due in 
part to inherent vice resulting from preshipment treatment 
and in part to negligent refrigeration during voyage, damage 
should be equally divided between shipper and owner of vessel 
(Harter Act, Sec. 3 (46 USCA, Sec. 192)).—Ibid. 

Requirement in bill of lading for notice to carrier of cargo 
damage need not be strictly complied with.—Ibid. 

Entries in deck log showing damage to cargo, made at 
direction of person receiving cargo at destination on behalf 
of shipper, constituted sufficient notice of damage to carrier 
within requirement of bill of lading. 


K. C. 8. GENERAL OFFICE CASE 


Texas, its railroad commission, Bowie county and the city 
of Texarkana, in equity No, 2424, The State of Texas et al, vs. 
United States et al., have asked the federal court for the west- 
ern district of Missouri, for an injunction forbidding the Com- 
mission, the Kansas City Southern and the Texarkana & Fort 
Smith, the latter a subsidiary of the former, to put into effect the 
decision and order of the Commission in Finance No. 9164, 
Texarkana & Fort Smith Railway Co. control. The decision of 
the Commission in that case would permit the parent company 
to abolish the general office of the subsidiary at Texarkana, not- 
withstanding a provision in the Texas law requiring a railroad 
company operating in that state to maintain a general office and 
general officers in the state. The latest decision in that case was 
made by the Commission on October 4, 1933. 


In the prior decision, December 27, 1932, the Commission 
authorized the Kansas City Southern to acquire the subsidiary 
but required it to eliminate from the lease a provision whereby 
the Kansas City Southern disavowed any obligation, such as the 
maintenance of offices, other than its obligation as a common 
carrier. The Commission, in that report and order, said it had 
no jurisdiction to pass upon the question whether the Kansas 
City Southern had to observe the Texas law. That was a six 
to five decision. When E, I. Lewis, one of the six, went off the 
Commission the case was again considered and the control of the 
Texarkana & Fort Smith was approved without requiring any- 
thing to be eliminated from the lease. 

In its application for an injunction Texas asserts the action 
of the Commission was wholly void, made without jurisdiction, 
in excess of the power granted to it by Congress and in contra- 
vention of the laws of Texas. 

The control sought by the parent company was to enable 
it to make a saving of expense about equal to the saving that 
would result from the abolition of the general office in Texas. 
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ADMIRALTY DECISION REVERSED 


The Supreme Court of the United States, in an opinion by 
Justice Cardozo, December 4, in No. 80, Louis H. May, Indemnity 
Insurance Company of North America and Royal Indemnity Com- 
pany, petitioners, vs. Hamburg-Amerikanische Packetfahrt Aktien- 
gesellschaft, respondent, reversed the United States Circuit Court 
of Appeals for the second circuit. Justices McReynolds and 
Butler dissented. Justice Cardozo stated the facts of the case 
as follows: 


The assignee of cargo owners filed libels against the respondent, 
the owner of the “Isis,’’ to recover moneys deposited as security for 
general average contributions, the deposit being exacted by the re- 
spondent as a condition of delivery. 

The Isis, a vessel of about 7,000 tons, sailed from loading ports 
on the Pacific coast with cargo destined for Bremen, Hamburg and 
Antwerp. She was then seaworthy in hull and gear, and fitted in 
all respects for the intended voyage. In the Weser River, not far 
from Bremen, Germany, her first port of discharge, she stranded by 
reason of negligent navigation with damage to her rudder stock and 
also to the rudder blade. Aided by tugs she continued up the river 
to Bremen, disclosing as she moved a tendency to sheer to starboard. 
On arrival at that port, she discharged her Bremen cargo, and there 
was then an inspection of the damage. The rudder stock had been 
twisted about 45 degrees. To ascertain the condition of the blade, the 
vessel was put in a drydock and kept there a few hours. The exami- 
ners reported that the blade was intact. In fact the lower part of it 
was bent to starboard to the extent of about five degrees. The in- 
spection was after dark with the bottom of the rudder still under 
water. The two courts below have concurred in a finding that the 
use of reasonable care would have caused the bend to be discovered. 


Justice Cardozo said the shipowner was not relieved by the 
Harter act from negligence of the pilot in the navigation of the 
vessel, and that for like reasons the cargo owners were not 
chargeable with general average contributions, 


STATE MOTOR REGULATION UPHELD 


Attack of contract motor carriers on South Carolina statutes 
regulating transportation by motor vehicles failed in the Supreme 
Court of the United States this week when the court, in an 
opinion by Chief Justice Hughes, in No. 94, M. D. Hicklin, indi- 
vidually, etc., appellant, vs. J. C. Coney, Earle R. Ellerbe, Sam 
C. Blease et al., as members of and constituting the Railroad 
Commission of South Carolina, affirmed a decision of the Supreme 
Court of the State of South Carolina. 

The Railroad Commission of South Carolina, said the Chief 
Justice, brought the suit in the original jurisdiction of the 
Supreme Court of the state seeking the enforcement of the 
statutes in question. The petition alleged that respondents 
below, including Hicklin, the present appellant, fell within Class 
“F” of motor vehicle carriers, that is, those known as contract 
carriers of property, not proposing to operate upon a regular 
schedule or over a regular route, and that they were carrying 
on their business on the public highways without having obtained 
the required certificates or paying the prescribed license fees. 

Appellant contended that the statutory requirements, as 
applied to him as a private contract carrier, denied the equal 
protection of the laws and deprived him of due process of law 
in violation of the Fourteenth Amendment, and, also, as he was 
engaged in interstate transportation, were repugnant to the com- 
merce clause of the Constitution. Chief Justice Hughes said the 
state court decided the federal questions adversely to these con- 
tentions. 

“It was competent for the state in exercising its control 
over the use of the highways to make reasonable regulations 
governing that use by private contract carriers,’ said the Chief 
Justice. “These regulations may require on the part of inter- 
state as well as intrastate carriers the payment of reasonable 
license fees and the filing of insurance policies to protect the 
interests of the public by securing compensation for injuries to 
third persons and their property from the negligent operations 
of such carriers. ... The statutory requirements, in this instance, 
do not compel private contract carriers to become common car- 
riers. . .. The contention that private contract carriers are re- 
quired to carry ‘cargo insurance’ is unavailing in view of the 
construction to the contrary placed upon the statute by the state 
eourt. ... 

“Appellant insists that an undue burden is placed upon 
interstate commerce because the license fees are based on the 
‘carrying capacity’ of the vehicles. The state court held that the 
fees ‘are collected, as provided for by section 8517, for the pur- 
pose of maintaining the public highways over which such motor 
vehicles shall operate, as compensation for their use.’ . . . Carry- 
ing capacity, the size and weight of trucks, unquestionably have 
a direct relation to the wear and hazards of the highways. It 
is for this reason that the authority of the state to impose 
directly reasonable limitations on the weight and size of vehicles, 
although applicable to interstate carriers, has been sustained. ° 
.. . As the state may establish such regulations directly, the 
state may adjust its license fees, otherwise valid as being rea- 
sonable and exacted as compensation for the use of the high- 
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ways, according to carrying capacity in furtherance of the san, 
purpose.” 

The Chief Justice said the contention that appellant hag 
been denied the equal protection of the laws was based on th 
discrimination resulting from the exemption of “farmers ¢ 
dairymen, hauling dairy or farm products; or lumber haule; 
engaged in transporting lumber or logs from the forests to the 
shipping point.” He said it appeared that the exemption wa, 
applied with two limitations—first, “to one whose principal] bygj. 
ness is that of a farmer or dairyman and not to one merely 
incidentally engaged in farming or dairying,” and second, that 
it applied only to farmers and dairymen who occasionally, an 
not as a regular business, transported farm or dairy products fo; 
compensation, 

“We cannot say that a classification based on such a use of 
the highways is an arbitrary one and thus encounters constity. 
tional objection,” said Chief Justice Hughes. “The exemption 
in favor of those hauling lumber and logs ‘from the forest to 
the shipping points’ relates to a limited class of transportatiop 
simply to places of shipment and does not appear to be unreasonp. 
able.” 


GRADE CROSSING ELIMINATION 

The Supreme Court of the United States, December 4, in an 
opinion by Justice McReynolds, with Chief Justice Hughes and 
Associate Justices Stone and Cardozo dissenting, reversed the 
Supreme Court of Appeals of the State of Virginia in No. 2%, 
Southern Railway Co., appellant, vs. Commonwealth of Virginia 
at relation of H. G. Shirley, state highway commissioner of 
Virginia. 

The state highway commissioner, under an act of the Vir. 
ginia legislature of 1930, without prior notice, advised the South. 
ern that in his opinion public safety and convenience required 
elimination of a grade crossing near Antlers and also directed 
construction there of an.overhead passage. The railroad refused 
to do the work and the commissioner obtained an order requiring 
it to be done from the State Corporation Commission and the 
highest state court upheld the order. 

Appellant questioned the validity of the act in question and 
claimed that enforcement of the act as construed by the state 
court would deprive appellant of property without due process 
of law and thus violate the Fourteenth amendment. 


ANTHRACITE RATE INQUIRY 


A hearing on rates applicable to anthracite coal has been 
conducted in Washington this week by Examiner Archer in 
No. 25750, Delaware, Lackawanna, and Western Coal Company 
vs. Central of New Jersey, which, to some of the older Con- 
mission men, shows signs of becoming as celebrated as the 
Commission-initiated inquiry, No. 4914, in the matter of rates, 
practices, rules and regulations governing the transportation of 
anthracite coal, 35 I. C. C. 220-455. This complaint covers 
rates from the Pennsylvania mines to destinations in Canada 
and from the Atlantic ocean on the east to the Missouri River 
on the west in the United States. 

Among the facts brought out early in the hearing was that 
from 1923 to 1932 anthracite production declined from 85.5 
million tons to 44.5 million tons. The testimony showed that 
oil displaced 9.3 million tons; bituminous coal, 8.5 million tons; 
coke, 8 million tons; abnormal temperatures, 4 millions; decline 
in exports, 3.3 million tons; consumer economies, 3 million tons; 
losses in industry, 2.5 million tons; growth of miscellaneous 
fuels, one million; growth in the use of gas, one million, and 
increased imports, four-tenths of a million tons. 

The United Mine Workers of America, by General Counsel 
Warrum, gave notice, early in the hearing, that that organi- 
zation would intervene. When Examiner Archer told him he 
could not intervene by giving oral notice, Mr. Warrum said 
that the organization would file a petition of intervention set- 
ting forth its interest in the controversy between the pro- 
ducers of anthracite and the carriers. 


AUTOMOBILE PRODUCTION 


November production of members of the National Automo- 
bile Chamber of Commerce was placed at 47,052 cars and trucks 
in a preliminary estimate released by the chamber. This repre- 
sented an increase of 46 per cent over the production for the 
same group of manufacturers for November last year and a 
decrease of 53 per cent under their output for October this 
year. Eleven months’ production was estimated at 1,451,363 
units, an increase of 63 per cent over last year. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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Motor Vehicle Transportation 





MOTOR TRANSPORT SURVEY 


HAT the problem of motor vehicle transportation affects the 
T emure economic welfare of the United States is the con- 
clusion stated by the Bureau of Railway Economics, established 
py the railroads of the United States for the scientific study of 
transportation problems, in “An Economic Survey of Motor 
Vehicle Transportation in the United States.” 

“Shall that problem be left unsolved, under conditions of 
growing and unregulated competition, with resultant chaos in 
the field of transportation?” asks the bureau. “Or shall it be 
worked out under a scheme of fair and reasonable government 
regulation of all transport agencies, such as will promote the 
maximum welfare of the public? This fundamental question as 
to national, state, and local policies cannot go long unanswered.” 

The scope of the work completed by the bureau is indicated 
by the following chapter headings: I. The Several Agencies of 
Transport. II. Growth and Development of the Motor Vehicle 
in the United States. III. Highway Development in the United 
States. IV. Financing Highway Construction and Maintenance. 
V. Highway Disbursements and Expenditures. VI. Federal-Aid 
Highway System. VII. City Street Development and Costs. 
VIII. Highway and City Street Bonds. IX. Taxation of Motor 
Vehicles. X. Railway and Motor Transport Taxation. XI. High- 
way Costs Created by Commercial Motor Vehicles. XII. Alloca- 
tion of Street and Highway Costs. XIII. Motor Vehicle Acci- 
dents. XIV. The Problem of Railway Grade Crossings, XV. 
Social and Economic Effects of Motor Vehicle Development. 
XVI. State Regulation of Motor Vehicles in the United States. 
XVII. Regulation of Interstate Commerce. XVIII. Regulation of 
Commercial Transportation by Motor Vehicle. XIX. Motor 
Transport Problems in Foreign Countries. 

In the appendix a vast amount of information is set forth 
as to motor vehicle registrations, population by states, highway 
mileage, funds for highway purposes, federal appropriations for 
highway purposes, and related subjects; motor vehicle fees, 
taxes, etc., and financial data as to motor vehicle operations. 

Excerpts from the general summary of the publication 
follow: 


Railway freight traffic has increased during the past thirty years, 
but at a gradually declining rate of increase. Passenger traffic by 
rail has steadily decreased since the war. Interurban electric rail- 
way traffic is on the decline, both as to freight and passengers. In- 
land waterway transport, on the other hand, is undergoing a renais- 
sance, under the fostering care of the government, which supplies a 
free system of waterways at the cost of the general taxpayer. Pipe 
line mileage and traffic are growing. Motor vehicle and air traffic has 
exhibited a rapid, and for the most part an accelerating, rate of growth 
during the past ten years. These developments have brought a new 
phase into the economics of transportation in the United States, mak- 
ing it necessary to reconsider our whole transportation policy in the 
light of new conditions. 

The Motor Vehicle 


From a modest beginning the motor vehicle, both as to its manu- 
facture and as to its utilization, has grown to large proportions. 

Less than 5,000 motor vehicles were produced in 1900. No motor 
trucks were manufactured until 1904. Total production increased 
rapidly to a peak of 5,359,000 units in 1929. The production in 1932 
totaled 1,371,000 units, of which 83 per cent were passenger cars and 
17 per cent motor trucks and buses. The average tonnage capacity 
of motor trucks and seating capacity of motor. buses have also in- 
creased. 

Motor vehicle registrations, the number in use in any year, have 
shown a correspondingly rapid growth. From approximately 8,000 in 
1900, the total number increased to a peak of 26,545,000 in 1930. Eco- 
nomic conditions reduced the total to 24,137,000 in 1932, of which 87 
per cent comprised passenger cars and buses, while 13 per cent were 
motor trucks. These statistics do not include trailers, which have 
been growing more rapidly than trucks, and more than doubled in 
number from 1929 to 1932. 

The automotive industry—manufacturing motor vehicles, acces- 
sories, and parts—has developed rapidly. The industry reached its 
peak in 1929, when it employed 447,000 men, and produced a total 
output valued at more than five billion dollars. Including the tire 
industry, the totals are increased to 531,000 men, and to more than 
six billions in products. These totals have declined since 1929, al- 
though production in 1933 (first nine months) showed an increase 
over that of 1932. 

Highway Development 

The states began for the first time in 1891 to assist highway 
financing and assume jurisdiction over selected highways. The Fed- 
eral government inaugurated its policy of assisting highway develop- 
ment on a national scale with the enactment of the Federal-aid Road 
Act in 1916. With the amendments since added, this act has set up 
a continuing national policy of grants of funds to the several states 
for highway construction. 

Total contributions by the Federal government toward highway 
construction since 1916 have aggregated $2,309,000,000. This total in- 
cludes recent emergency grants for relief of unemployment, distribu- 








tion of surplus war materials, certain exclusive Federal projects, and 
administration costs. 

This national policy, superimposed upon the policies of each state, 
has brought into being a State Highway System of 324,500 miles 
(1930), all of which is under state control. Construction of nearly two- 
thirds of the State Highway System has been aided by Federal funds. 
The remaining rural highway mileage of the United States is still 
under the supervision of county and other local authorities. The total 
rural highway mileage of the United States aggregates 3,009,000 miles, 
of which 10.8 per cent is included in the State Highway System. To 
secure a complete picture of the roads over which motor vehicles op- 
erate, there should be added 260,000 miles of streets in cities and 
towns throughout the United States. 

The tendency since 1921 has been toward a greater mileage under 
state control, and a greater proportion of surfaced mileage. In the 
“surfaced” group, the trend has been toward the “high type” of sur- 
nel consisting of bituminous macadam, asphalt, concrete, brick and 

ock. 
Street and Highway Finances 


Earlier-funds for road purposes were derived largely from prop- 
erty taxes. Gradually the several states enacted motor vehicle license 
laws and gasoline tax laws and utilized the receipts from these sources 
toward highway financing. The government has added its contribu- 
tions in the form of Federal-aid allotments. The general taxpayer con- 
tinues, however, to contribute the larger proportion. Highway net- 
works have developed rapidly, so that the financial problems under- 
lying the cost of their construction and maintenance have become in- 
creasingly important. 

Total funds made available for all highway purposes, 1923 to 1931, 
a nine-year period, aggregated $13,060,000,000, of which only 36.2 per- 
cent was contributed by highway users in the form of fees and gaso- 
line taxes. The corresponding total for 1931 alone was $1,836,000,000, 
of which 43.6 per cent was contributed by highway users. Through- 
out this study, ‘‘highway users’ are credited with some payments of 
gasoline taxes that are contributed by non-users of highways, such 
as railways, motorboats, aircraft, stationary engines, etc. 

Total disbursements for highway purposes during the same nine 
years, including payments on principal of bonds and other obligations, 
aggregated $13,037,000,000. Corresponding disbursements for the year 
1931 alone amounted to $1,857,000,000. 

These statistics do not cover city streets, which form an import- 
ant part of the street and highway network of the nation. A com- 
prehensive survey of motor vehicle transportation must include con- 
sideration of city streets and their costs. 

Revenues devoted to the improvement and maintenance of city 
streets are secured largely from property taxes. Comparatively little 
is derived by cities and municipalities, directly or indirectly, from 
state motor vehicle fees and gasoline taxes, or from municipal motor 
vehicle licenses. 

It is estimated that the expenditures on all city streets in the 
nine-year period from 1923 to 1931 aggregated $6,753,000,000, of which 
only 4.7 per cent was contributed by motor vehicle operators. The 
corresponding expenditure for 1931 was $743,000,000, of which 7.7 per 
cent was contributed by motor vehicle operators. 

The total of funds made available for highways, and expenditures 
for city streets, in the nine years 1923 to 1931, amounted to $19,813,- 
000,000, of which only 25.4 per cent was contributed by highway users. 
Corresponding statistics for highways and streets in 1931 were $2,- 
= the highways users’ contribution to which was 33.3 per 
cent. 

Outstanding state, county and city bonds for street and highway 
improvement at the end of 1931 totaled $4,728,000,000, with an annual 
interest charge averaging 4.65 per cent. 

City streets are a vital part of the road network of the United 
States. Motor vehicle operators in the cities pay at least the same 
rate of state license fees and gasoline taxes as those in rural districts. 
A substantial proportion of these fees and taxes are contributed by 
motor vehicles operating in cities, many of which rarely use the rural 
highways outside city limits. Despite these facts, a relatively small 
proportion of the receipts from those fees and taxes are allocated by 
the states to the cities, Increasing demand for a larger share of those 
receipts is being made by cities and towns throughout the country. 


Motor Vehicle Taxation 


In considering taxation of the motor vehicle, distinction should be 
made between taxes and fees levied on motor vehicle owners as high- 
way users, taxes and fees levied on commercial motor vehicle opera- 
tors as users of streets and highways for business purposes, and 
taxes intended for the general purposes of government which are 
levied against the motor vehicle. 

Motor vehicle registration and license fees collected in the United 
States in 1931 amounted to $344,000,000. Total gasoline tax receipts 
in the same year amounted to $536,000,000. State gasoline taxes are 
levied in every state and the District of Columbia, ranging from a 
— of two cents per gallon to a maximum of seven cents per 
gallon. 

In comparing motor vehicle taxation with railway taxation, cer- 
tain contrasts between the two should be kept in mind. It is fre- 
quently asserted that motor vehicles pay relatively higher or lower 
taxes than railways. The fact is that the total taxes paid by these 
industries cannot be directly compared one with the other. The im- 
portant question with respect to any transportation agency is whether 
it in fact pays its own way, and whether in addition it pays its proper 
share of taxes for the support of government. 

The railways clearly pay their way. They own their roadway and 
maintain it. In addition, they pay heavy taxes, which help to meet 
the general cost of government, such as for schools, police, and ad- 
ministration. They also contribute substantial sums toward the cost 
of constructing and maintaining streets and highways. 

Commercial] motor vehicles pay property and income taxes. Their 
right-of-way—the highways—is supplied by the public, and they pay 
certain special taxes intended to contribute toward their share of the 
cost of highway construction and maintenance. 

Total tax payments of the steam railways, plus an allowance for 
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the expense of owning and maintaining their roadway, aggregated 
nearly one-third (29.8 per cent), as great an amount as their total 
revenues in 1931. Statistics derived from reports of seven state tax- 
ing or regulatory bodies, covering motor truck and bus operations, 
indicate that their total taxes (corresponding to railway roadway ex- 
penses and taxes) ranged in 1931 from 3.5 to 10.8 per cent of their 
total revenues, with a general average of 5.9 per cent. 


Street and Highway Safety 


Development of the motor vehicle, ang extension of its use, have 
brought a great increase in street and highway accidents, resulting in 
deaths, injuries and property damage. 

Accidental fatalities in the United States from all causes num- 
bered 85,684 in 1924, of which 19,105, or 22 per cent, were motor vehicle 
fatalities. Corresponding statistics for 1932 were 88,000 accidental 
fatalities, of which 29,500, or 34 per cent, were motor vehicle fatalities. 

During the same period, fatalities at railway grade crossings, in 
which automobiles were involved, declined from 1,688 in 1924 to 1,310 
in 1932. This decline was due, in large measure, to the organized 
safety campaigns of the American Railway Association and individual 
railway companies. Nearly one-fifth of these fatalities in 1932 were 
the result of motor vehicles running into the sides of railway trains, 
compared with less than one-tenth in 1924. 

Railway grade crossings are increasing in number, and their com- 
plete elimination is too costly to be considered as a matter of prac- 
ticable accomplishment, now or in the near future. In general, where 
crossings are eliminated, the railways bear one-half the cost. During 
the six years from 1926 to 1931, the railways expended an annual 
average of $25,700,000 for grade crossing elimination, $12,600,000 for 
maintenance and depreciation of crossings and signs, and $20,200,000 
for crossing protection, a grand total of $58,500,000 per year. 

The Interstate Commerce Commission in 1931 said on this point, 
discussing the alteration of rail properties, including grade crossing 
elimination: 

“To the extent that it is caused by other than railroad needs and 
does not increase the traffic of the railroads or save them expense, it 
may be that this burden should justly be shifted from the shoulders 
of railroad users.” 

The report of the Joint Committee of Railroads and Highway 
Users in 1933 made the following recommendation with respect to a 
basis of allocation of costs of grade crossing elimination: 

“State laws requiring railroads to make capital expenditures for 
grade crossing elimination in excess of capitalized savings in operat- 
ing expenses therefrom should be repealed.” 


Competition 


Competition between railways and motor vehicles has grown rap- 
idly. The Interstate Commerce Commission in 1932 found: 

“That there is substantial competition between rail and wtaer 
varriers, on the one hand, and motor carriers, on the other, for the 
transportation of both passengers and freight, and that this com- 
petition is increasing; 


“That such competition is conducted under conditions in equality, 
particularly in regard to regulation; 


“That a contributing cause, aside from the general business condi- 
tions, of the’ present unsatisfactory financial condition of the rail- 
roads, is the existence of unrestricted competition by rival transporta- 
tion agencies; 


“That unrestrained competition is an impossible solution of the 
present transportation problem and is incompatible with the aim of 
coordination under regulation.” 


Similar evidence is available from many quarters, from statistics 
collected by government departments at Washington, from state au- 
thorities and from individual students. The motor truck is the most 
important competitive commercial agency which the rail industry con- 
fronts at the present time, although competition of the motor bus 
is not to be disregarded. 


Very large sums have been lost by the railways through the di- 
version of freight traffic to the motor truck and passenger traffic to 
the private passenger car and motor bus. While the railways derive 
considerable traffic and revenues from the automotive industry, such 
revenues are now a comparatively small proportion of the amount 
— lost to the motor vehicle as a competitive agency of trans- 
port. 

The unequal regulation of railway and highway transportation, to- 
gether with the competition between motor transport agencies them- 
selves, has led to a considerable degree of market demoralization. 
The Interstate Commerce Commission has referred to the “unre- 
strained and destructive competition between motor carriers, between 
water carriers, and of both with rail carriers,’’ as having not only 
“an unduly depressing effect upon the revenues of the rail carriers,” 
but also “a disorganizing influence on business in general and tend- 
ing to prevent the maintenance of a stable and nondiscriminatory 
rate adjustment by the rail carriers.” These conditions, in the opin- 
ion of the Commission, will continue to exist, ‘‘so long as interstate 
motor and water carriers are exempt from requirements that their 
rates be pubished and maintained on a reasonable stable and non- 
discriminatory basis.” 


Commercial Motor Vehicles and Highway Costs 


With the development of the heavier motor truck and motor bus 
for commercial purposes, it has been necessary to build wider, thicker, 
and costlier highways, to withstand the physical strain of carrying 
the heavier loads imposed on them. While engineering details are not 
available to supply an exact formula by which to ascertain such addi- 
tional costs; they add considerably to modern street and highway 
costs. The problem -is' to determine whether commercial motor 
vehicles meet the additional highway costs they create.. 

A formula is outlined in this survey, to indicate a method: of 
approach to this question. In relation to highway costs, the formula 
shows that the surfacing and grading cost of a highway adequate for 
the largest and heaviest group of motor vehicles (5-ton trucks and 
Over, and passenger buses of over 33 seats) would be more than 
twice as great (210.4 per cent) as the cost of a highway ample for 
the base group of vehicles, here taken as including all passenger 
cars and all motor trucks of less than 1% tons capacity. 

Application of the formula to vailable data for the United States 
as a whole indicates that the base group of vehicles, 91 per cent of 
the total number of motor vehicles of all classes, would pay 45 per 
cent of the total road budget, while the remaining 9 per cent of the 
vehicles would pay 55-per. cent of the budget. . 

The formula further develops that a'5-ton truck, or huses of over 
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33 seats, should properly contribute 107 times as much to the high. 
way budget as the average vehicle in the base group. 


Regulation of Motor Vehicles 


States now regulate motor vehicles through license laws, impgg. 
tion of fees and taxes, safety regulations, traffic rules and regulation 

As to commercial vehicles, many states also have restriction 
in force as to maximum permissible width, height, and length of, 
single unit, or two or more units in combination. Weight limitation 
per wheel or per axle, are also in effect. ; 

The tendency is toward greater restriction of dimensional aj 
weight limits. . 

A majority of the states have regulations governing the hou, 
of service of motor truck and bus drivers. These are far from yyj. 
form, and have proven difficult to enforce, in the absence of an 
federal supervision over truck and bus movement from state to stats 

Some degree of supervision over hours of service of employg 
of motor bus and truck operators is contemplated by the approve 
or proposed NRA codes of fair competition for these agencies. 

As to intrastate cemmerce, most of the states regulate motor cay. 
riers of passenger or freight, applying generally to common carriey 
only. These regulations vary between states in many details, by 
cover such similar items as: 

(a) Requirement of a certificate of convenience and necessity 9 
a permit. 

(b) Requirement of reports, 
annually or annually. 

(c) Requirement of a bond or proof of financial responsibility, 

(d) Filing and maintenance of tariffs and time schedules. 

Some state laws regulating commercial motor vehicle operatioy 
have been appealed to the courts. The Supreme Court has rule 
that a state cannot constitutionally regulate interstate commerce by 
motor truck or bus, but can and may apply its own police powers 
to protect its highways. Several state laws have been tested, notably 
those enacteqd by Texas and Kansas, and they were upheld by the 
Supreme Court. 

As to interstate commerce, the steam railways are under a par. 
ticularly strict form of regulation, progressively developed since 188}, 
added to in 1920 and other years, and further extended by the Emer- 
gency Railroad Transportation Act of 1933. 

Under the National Industrial Recovery Act of 1933, temporary 
codes of fair competition have been approved or are under consid- 
eration, which are designed to apply certain indirect measures of con- 
trol to the truck and bus industries, particularly as to hours of service 
and wage rates. 

The federal government has not, however, extended its regulatory 
jurisdiction to motor vehicle operation although it exercises more or 
less regulation over every other form of transport activity. 

There is substantial public opinion that federal regulation of motor 
carrier truck and bus operations is needed. 

The position of federal authorities may be indicated by quota- 
tions from President Roosevelt and the Interstate Commerce Com- 
mission. 

President Roosevelt (1932): 

‘We do not desire to put motor vehicle transportation out of its 
legitimate field of business, for it is a necessary and important part 
of our transportation system; but motor transportation should be 
placed under the same Federal supervision as railroad transporta- 
C108. « « « 

“T advocate the regulation by the Interstate Commerce Commis- 
sion of competing motor carriers. ... .’’ 

The Commission (annual report, 1932): 

“Since 1928 we have recommended legislation providing for the 
regulation of interstate operations of carriers of passengers by motor 
vehicle, including the granting of certificates of convenience and ne- 
cessity as a prerequisite to operation and comprehensive regulation 
of charges, practices, service, and accounting. At the last session of 
Congress we recommended, with respect to interstate transportation 
for hire of property by motor vehicle, that permits for operation be 
required, but that for the present no eonditions be imposed in the 
granting of such permits, except provision of liability insurance and 
the keeping of such records and the making of such reports as we 
may require.’’ 

The position of state regulatory bodies is indicated by their ap- 
proval, at the annual meeting of the National Association of Railroad 
and Utilities Commissioners in 1933, of a proposed Federal bill, de- 
signed to regulate motor carriers of persons and property, contract 
as well as common carriers, operating in interstate commerce. 

The railways, through the Association of Railway Executives, seek 
the regulation of both common and contract motor carriers. The 
program of the railways calls for impartial treatment of all agencies 
of transportation. 


either monthly, quarterly, seni. 


Foreign Countries 


The principal foreign countries, notably Great Britain, have been 
confronted by these same economic problems. Investigations have 
been held in a number of countries; laws have been enacted, or de- 
crees promulgated, looking to the regulation of motor vehicle traffic 
in the public interest, and to the equalization of competition between 
the various agencies of transport. 

Great Britain has made two extensive investigations: one by a 
Royal Commission on Transport, appointed in 1928; the other by a 
Conference on Rail and Road Transport, in 1932. As a result of these 
investigations, one act (Road Traffic Act, 1930) has been passed, deal- 
ing chiefly with motor passenger carriers, while another, dealing 
with motor freight carriers, became law in November, 1933. 

The Road Traffic Act of 1930, effective January 1, 1931, provided 
for regulation of speed, weight, hours of service, and operating risks 
of all types of commercial motor vehicles, whether carrying passen- 
gers or freight. With respect to passenger carriers only, provision 
was made for the granting of licenses (corresponding to American 
certificates of convenience and necessity) by traffic commissioners, 
and for the regulation of wages. 

The “Road and Rail Traffic Bill,’’ sponsored by the government, 
and embodying in part the recommendations of the Conference on 
Rail and Road Transport, was introduced in Parliament early in 1933, 
passed both Houses of Parliament, and received the Royal Assent on 
November 17, 1933. 

With respect to “‘road traffic,”’ this act provides for three kinds of 
licenses for ‘‘goods vehicles,’”” for common, contract, and private car- 
riers. 

All licensed vehicles must be fit and serviceable, limitations of 
weight and speed must be complied with, regulations as to hours of 
service of employes must be observed, and records must he kept 
The licensing body may restrict the use of certain roads, 
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Truck rates are not regulated, but the railways are given the 
right to make ‘‘agreed rates’’ for individual shippers, on a lower basis 
than standard rates, designed to compete with motor vehicle rates. 

So-called ‘‘road powers’? were granted to the British railways in 
1928, under which they have acquired substantial interests in motor 
hus and trucking lines in Great Britain. 
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Copies of the publication may be obtained from the Bureau 
of Railway Economics, Transportation Building, Washington, D. C. 


MOTOR TRUCK SURVEY 


Completion of an engineering study into the economics of 
distribution, devoted, in considerable measure, to the importance 
of the motor truck as a medium for shipment of goods over 
the highways, is announced by the Brockway Motor Company, 
of New York. The study was made by the company’s engineers. 
While it is stated that the motor truck has become a very im- 
portant factor in the transportation world, it is asserted that 
only one-third of the tonnage it carries can be regarded as com- 
petitive with rail service. 

“Comparison of the motor truck shipment volume with 
that of the railroads,” says the survey, “shows that less than 
Y. one-third of the volume carried annually by trucks for hire and 
by systems operated as public carriers can in any way be con- 
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~~ sidered in competition with the railroads. The maximum ton- 
© by mileage of motor trucks in service for hire is set at about 
aie 800,000,000 annually, which is a small fraction of the total of 
the ton-miles carried by the railroads. If the railroads got all of 
the freight business now handled by carrier motor trucks they 
oT would gain approximately one-quarter of one per cent more 
ner. than they are carrying at the present time.” 
In making public the report of its engineers, the company 
_ announces that trucks adapted for highway use will be featured 
“3 in a forthcoming “Crusade for Economic Distribution Through 
Vice Planned Transportation.” Shows will be given in ten eastern 


cities, it is stated, and a highway “motorcade” in connection 
with them will traverse five states. The first of the shows will 
be held in New York, January 3, followed by shows in Boston, 
tor Albany, Newark, Philadelphia, Baltimore, Pittsburgh, Buffalo, 
Rochester, Syracuse, and Cortland, N. Y. 
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its U. S. PROBERS AND BUS LINES 


ne “The attention of this office,’ says John M. Meighan, secre- 


a- tary-manager of the National Association of Motor Bus Opera- 
tors, in a bulletin to members, “has been directed to a number 
of investigations now being carried on by government depart- 
ments here in Washington, which have for their purpose the 





“ collection of various statistics from highway transportation 
% companies.” 

D In a number of instances, said Mr. Meighan, federal inves- 
f tigators had gone into bus company offices and demanded access 
: to the books and records of the company, saying that they were 
e authorized by the government departments they represented to 
; make such demands. 


“The companies in some instances not knowing whether 
such investigators had authority to demand the information in- 
terposed no objection to the investigators working in their 
| offices but complained to this office that they were greatly in- 
convenienced by the demands made upon them,” said he. 

Mr. Meighan advised the members of the association that, 
under the law, “no federal department with the- possible excep- 
tion of the census bureau and the bureau of internal revenue has 
any legal right to demand information from motor bus com- 
panies.” Continuing, he said: 


Under the terms of the motor bus code, the motor bus code 
authority .as the agent of the administration can require informa- 
tion it considers necessary to the proper administration of the code 
or information which the Administrator thinks should be furnished 
to governmental departments for the purpose of effectuating the poli- 
cies of the national. industrial recovery act. The code was so written 
to prevent government departments from demanding information di- 
rect from motor bus companies. f : 

Many of the investigations instituted here in Washington are de- 
serving of commendation, and it is not the intention of this bulletin 
to eriticize any investigation now under way. We merely want our 
operators to know that information required by federal agencies other 
than the motor bus code authority, the census bureau or the bureau 
of internal revenue in income tax investigations need not be fur- 
nished unless the operators wish to cooperate with such agencies in 
making their investigations successful. It is a purely voluntary pro- 
cedure as far as the operator is concerned, and if for any reason he 
feels that the records of his company should not be open to. the in- 
spection of any governmental representatives he need not comply 
with their requests for information. 


KANSAS CHECKS ON MOTORS 
All interstate motor carriers entering the state of Kansas 
must register at “ports of entry” under a new state law creat- 
ing a “Port of Entry Board,” of which the chairman of the State 
Corporation Commission is.a member, according to John E. Ben- 
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ton, general solicitor of the National Association of Railroad 
and Utilities Commissioners. 

“This board,’ said Mr. Benton, “is to establish ports of 
entry near the state line upon the main highways entering Kan- 
sas, and is to appoint deputies or agents to maintain registra- 
tion offices. at such ports of entry. Every motor carrier trans- 
porting passengers or freight for hire into the state must pass 
through one of these ports of entry and stop at the office there 
maintained to register and submit vehicle and load to inspection. 
The driver will be required to show where the vehicle is regis- 
tered; the origin and destination of the shipment carried; and to 
file a manifest showing ‘the precise nature and character of the 
cargo and the weight thereof’; also the highways over which the 
motor vehicle is to travel in Kansas and the place where it will 
leave the state. The inspecting officer is required to inspect the 
vehicle and to determine that it is safe and road worthy, and 
to satisfy himself as to the character and the weight of the 
cargo. If the vehicle is not registered in Kansas it receives a 
special permit for the particular trip, paying the statutory road 
fees to cover such trip. .Such permit may not be issued, how- 
ever, unless the vehicle is covered by liability insurance. After 
passing inspection, and making payment of fees, a clearance 
certificate will be issued for the particular trip to be made, 
which will be attached to the windshield. If a motor carrier 
enters Kansas without registration at a port of entry the driver 
is subject to fine and imprisonment, and the vehicle and cargo 
may be held until fine, costs and permit fees are paid, ‘and the 
offending driver may be required by the court imposing such 
sentence to return to the port of entry through which he should 
have passed and there comply With all the provisions of this act 
with which he should have complied in the first place.’ ” 


BUSSES AND RAILROADS 


A. M. Hill, president of the National Association of Motor 
Bus Operators, has called a meeting of the board of directors 
of the association to be held in Washington December 14 to 
consider the rail-bus competitive rate situation. In a notice 
about the meeting, John M. Meighan, secretary-manager, said: 

In his call for the meeting, Mr. Hill stated that in addition to 
discussing the operation of the motor bus code, the board would be 
asked to consider and decide upon the policy of the Association with 
respect to the recent action of the southern and western railroads in 
cutting their basic passenger rates from 3.6c per mile to 1%c and 2c 
a mile for coach travel and 8c a mile for pullman travel. 

The question for the board to decide is whether the association 
should institute formal proceedings before the Interstate Commerce 
Commission for an investigation to determine if the low rail rates 
made effective as of December 1 can be made compensatory, and in 
the event this procedure is approved, if formal petition by the asso- 
ciation and by the motor bus code authority should be made to Gen- 
eral Johnson to intervene as a party in interest in such formal pro- 
ceedings. A further question to be decided, dependent upon what 
board action is taken with reference to the foregoing, is, should the 
association and the motor bus code authority on behalf of the motor 
bus industry petition General Johnson to exempt from the provisions 
of the code those motor bus companies operating in territories where 
the low rail rates are in effect. 


STORE DOOR DELIVERY 
The Trafic World Washington Bureau 


In dealing with applications of railroads proposing plans for 
meeting the competition caused by the door-to-door plan of the 
Pennsylvania, Grand Trunk and Erie, the tariffs of which be- 
came effective December 1, the Commission, informally laid 
down the rule that it would allow the other railroads to file, 
on less than statutory notice, tariffs that were like those of 
the Pennsylvania, the Erie and the Grand Trunk. Applying that 
rule it denied an application of the Wheeling & Lake Erie to 
advance the effective date on a tariff filed by it on thirty days’ 
notice, which otherwise would become operative on December 
29. The denial was without ‘prejudice to the tariff dated to be 
operative on December 29. That tariff is on file subject to 
protest and suspension. 

The Wheeling & Lake Erie tariff, proposing to establish 
the door-to-door service at Cleveland, Coshocton, Canton, Zanes- 
ville and Toledo, O., and Wheeling, W. Va., does not impose 
a 260 mile limit. upon the service without extra charge to be 
rendered, as does the tariff of the Pennsylvania and the lines 
that have followed its plan. The Wheeling & Lake Erie also 
offers to take less carload traffic rated as low as 25 cents a 
hundred ‘pounds, while the minimum rate in the Pennsylvania 
plan is 35 cents a hundred pounds. 

When the Chicago, Indianapolis & Louisville asked for per- 
mission to establish door-to-door service on one day’s notice, 
between points on its line without mileage limit, the Commis- 
sion advised it that if it would limit the haul to 260 miles, at 
which pick-up and delivery service would be performed with- 
out extra charge, permission to establish the service on one 
day’s notice would be given. The C, I..&.L. is about 324 miles 
long. Under its tariff the service without terminal charge could 
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be demanded for hauls in excess of 260 miles. Special permis- 
sion was also denied to the Winona Railway, an electric line, 
because there was no mileage limit in its tariff. 

The Chicago, Indianapolis & Louisville, having amended its 
store door delivery tariff so as to include a 260 mile limitation 
in it, the Commission, on Dec. 4, authorized it to make its tariff 
effective on one day’s notice. 

Attack on the Erie’s plan for affording door-to-door pick up 
and delivery service, which was allowed to become effective 
December 1, has been made in No, 26287, New York Dock Rail- 
way vs. Erie Railroad Co. The complaint alleges that supple- 
ment No. 1 to Erie R. R. I. C. C. No. 19181 is in violation of 
section 3 (1) (3) of the interstate commerce act, in that the 
provisions of that supplement would subject complainant to 
a denial of reasonable, proper and equal facilities for the in- 
terchange of traffic as contested with those accorded by the 
Erie to the railroads of the Brooklyn Eastern District Terminal, 
the Jay Street Terminal and the Bush Terminal Co. It is 
alleged that the supplement would deny to the complainant 
reasonable, proper and equal facilities for the receiving, for- 
warding and delivering of property to and from its railroad 
and the railroads of the other companies named and would 
discriminate against the complainant in favor of the other com- 
panies named, in respect to the rates, fares and charges be- 
tween such connecting lines and would unduly prejudice com- 
plainant in the distribution and receipt of traffic not specifically 
routed by the shipper. 

In addition, the complainant avers that section 6 is and in 
the future will be violated by the designation, in that supple- 
ment, of the stations on the railroads of the Brooklyn Eastern 
Terminal, Jay Street Terminal and Bush Terminal Company 
because there does not appear in the tariffs of the Erie or any 
other tariff any reference to, nor has there been filed with the 
Commission, any power of attorney from the three terminal 
common carriers to the Erie authorizing the Erie in the manner 
required by law to publish and file such tariff. 

The complainant prays that in respect of the operation of 
supplement No. 1 to the Erie tariff the Commission at once 
make an order of suspension pending hearing and investiga- 
tion and that as to the matters and things described in the 
complaint, the Commission make an order requiring the Erie 
to cease and desist the violations of law averred. The com- 
plaint points out that the Commission voted not to suspend 
the main tariff but did not vote on the supplement, 

The complaint describes the door-to-door plan of the Erie, 
which at first was limited to Erie stations and later extended 
to the Brooklyn Eastern District Terminal, the Jay Street Ter- 
minal and the Bush Terminal Company, but not to the New 
York Dock Railway. The addition of the terminal railroads 
other than the New York Dock Railway was made in supplement 
No. 1 to the Erie tariff. The request for suspension of supple- 
ment No. 1 is made, although in the complaint it is set forth 
that that supplement was filed by the Erie under a sixth sec- 
tion authority granted by the Commission, No. 131000. 

The complaint has been set for hearing at the Hotel Powha- 
tan in Washington, D. C., January 8, before Examiner Leo J. 
Flynn. 


TRANSPORTATION CONFERENCE 


The Trafic World New York Bureau 


The sixth meeting of the Transportation Conference of 1933 
was held at the Hotel Commodore, New York, December 5 and 
6. There were present representatives from the following groups: 
The American Iron and Steel Institute, the American Newspaper 
Publishers’ Association, the American Petroleum Institute, the 
American Short Line Railway Association, the American Transit 
Association, American Trucking Associations, Inc., Associated 
Regulated Lake Lines, Canal Carriers’ Association, Inc., Lake 
Carriers’ Association, National Association of Manufacturers, 
National Industrial Conference Board, Maritime Association of 
the Port of New York, Railway Business Association, Security 
Owners’ Association, and American Railway Association. An- 
drew R. McDonald, of Wisconsin, was present as an observer. 

The conference gave consideration to various proposals con- 
cerning the regulation of rates and supply of transportation 
facilities by the federal government, and their feasibility. 

The next meeting of the conference will be held in Chicago, 
January 4 and 5, 1934. 


TRUCKERS LEAVE CONFERENCE 


The American Trucking Associations, Inc., has announced 
“its permanent withdrawal as participants in the deliberations 
of the National Transportation Conference.” The reason given 
was “that the representatives comprising this conference—chiefly 
those of the railroads—were deliberately flaunting the national 
recovery act in their recommendations, failing to consider the 
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activities of the trucking organization in formulating a code” 
In a statement to members, Ted V. Rodgers, president, said: 


Representatives of the trucking organization had participated jy 
the six meetings held by this conference. The open break came whey 
the trucking representatives suggested that the code of their industry 
be taken into consideration in the conference’s recommendations fo, 
federal legislation affecting highway transportation. An amendment 
to this effect was offered to a resolution presented in New York a 
the sixth conference meeting, but was voted down. 

Spokesmen for the trucking association said that even though 
the railroads were not under the national recovery act, they could 
not fail to consider the effect of this act on one of their competitors 
which was subject to a code of fair competition. 

While the conference was purported to be an organization for 
the purpose of studying transportation problems impartially, and for 
making recommendations, the trucking representatives stated in with. 
drawing from the meeting: ‘‘No good end can be served by the par. 
ticipation of the trucking industry in a conference whose principal 
consideration is the problems of the rails.’’ They further stated that 
the printed reports of previous meetings of the conference failed to 
note objections and criticisms voiced by the trucking representatives, 

The statement issued by the American Trucking Associations, 
Inc., cited instances in previous reports of criticism of highway trans- 
portation, referring to such statements as “a reflection of railway 
propaganda.” 

The National Transportation Conference, of which Harry A, 
Wheeler of Chicago is president, was organized by the Railway Busi- 
ness Association. Its meetings are held about three weeks apart al- 
ternately in Chicago and New York. 


STORE-DOOR DELIVERY 
Editor, The Traffic World: 


Your editorial, “Store-Door Delivery,” December 2, seems 
to me to be a start in the right direction for railroads to recover 
lost ground, but there is another thought. No doubt it is far 
from new. Has there ever been an attempt by carriers to unite 
or tie up with large reputable trucking concerns, to secure them 
to load cars at given points and let the railroads transport these 
cars to the various distributing points, for the initial organiza- 
tion to distribute? 

Now, as American and Canadian general traffic manager of 
the C. N. Miller Company, John Mackintosh and Sons, Ltd., Inc., 
and Samoset Chocolates, Inc., I have had an opportunity to 
observe closely, in both the United States and Canada, this 
situation. It seems that railroad executives are passing up a 
wonderful opportunity to secure at the present time a very nice 
tonnage from these trucking interests. In fact, two presidents 
of large trucking companies operating in New England, who are 
well rated and bonded and operating a most reputable service, 
were asked if they had ever been approached by railroad execu- 
tives to effect a tie-up. It could be done here in the east and, 
no doubt, elsewhere. These truckmen who were asked offered 
the information that they had considered such a proposition, 
but, due to the antagonistic attitude displayed by transportation 
executives towards trucks and the trucking interests, they would 
rather not take such steps themselves. 

Do not get me wrong. I stand 100 per cent for drastic 
truck regulations and believe it necessary if our railroads are 
to live, but there will no doubt be regulations—the trucks are 
here to serve for short hauls, which the railroads have not, 
up to the present time, been able to provide. 

I realize the regulations by which railroads are governed, 
but it would seem that they are passing up a nice group of 
carload freight every day, which could be obtained through a 
cooperative, mutual, standing agreement with reputable truck- 
men and carriers. 

C. N. Miller Company. 
L. L. Guild, General Traffic Manager. 

Boston, Mass., Dec. 6, 1933. 





As a consistent reader of your paper for some odd twenty- 
five years, I read with considerable interest your editorial on 
store door delivery in your issue of December 2 and was par- 
ticularly impressed with that part of the editorial reading: “It 
is a question whether they will ‘get anywhere’ in the attempt. 
By that we mean that, though they may meet the present com- 
petition there is nothing to hinder their competitors from in- 
creasing their service or lowering their rates still further, so 
that the differential that existed before the railroads put in the 
store door service will be preserved and the railroads will gain 
nothing; instead, they may lose revenue they might have had 
on the traffic they still retained on the former basis.” 

Why would not this reasoning apply with equal force to the 
fourth section controversy in connection with transcontinental 
rates? 

C . O. Bergan, Traffic Manager, 
Spokane Merchants’ Association. 





Technically speaking it would; but it is not to be presumed that 
the steamships would indulge in foolish competition to the extent 
that some motor truck operators are disposed to do it. They, at 
least, know their costs.—Editor The Traffic World. 
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December 9, 1933 


SHORT LINE QUESTIONNAIRE 


With a view to developing what he deems essential facts 
as to phases of the so-called “short line railroad problem,” 
Coordinator Eastman has addressed a questionnaire to railroads 
and switching and terminal companies of Classes II and III and 
to electric lines having annual operating revenues of less than 
$1,000,000. The inquiry is to include the extent and physical 
condition of the properties of such carriers, the part they play in 
the communities which they serve, their traffic and earnings, 
their interchange relations with other carriers, their control 
and status as tap lines or industrial railways, their competitive 
problems, and their views on consolidations. 

The coordinator, in a covering letter to the short lines and 
terminal and switching companies, said that while certain of the 
information requested was available in the annual reports to the 
Commission, their cooperation in answering all questions would 
lighten his task of assembling the data needed. Returns were 
requested at as early a date as possible and not later than 
January 10. The questions are to be answered as of October 31, 
unless otherwise indicated. 

Specific questions relating to the status of the resnonding 
road are: “Has I. C. C. ever held your company (or a predeces- 
sor) to be an industrial common carrier?”; “has I. C. C. ever 
held your company (or a predecessor) to be a plant facility?”’; 
“ig your road now classified by the I. C. C. as a ‘tap line’?”; and 
“has your road (or a predecessor) ever applied to the I. C. C. 
for release from the tap line case restrictions?” 


TRANSPORTATION LEGISLATION 


Answering questions about federal transportation legisla- 
tion, asked by Coordinator Eastman, E. P. Ryan, traffic manager 
of the Grand Island, Neb., Chamber of Commerce, suggests that 
the railroad rate structure be made the basis of rates for high- 
way and waterway transportation, on a differential basis, and 
that users of highways and waterways for commercial purposes 
be made to pay tolls which might “well be made a certain per- 
centage of the rail rate for the actual tonnage hauled.” Further 
Mr. Ryan said, “we also feel that there is no call or general 
demand for further development of inland waterway transporta- 
tion at the expense of all the tax payers of this country.” 

The railroads, Mr. Ryan asserted, constituted the backbone 
of the transportation system, compelled under the law to perform 
transportation service, without fear or favor, for any individual 
or community. 

“Large industrial centers and various sections of this coun- 
try have been built up under the rate structure and the service 
performed by our railroads,” said Mr. Ryan, “and now comes 
along truck transportation and also slow snail moving undepend- 
able transportation service and are permitted to continue in the 
transportation field and create the rankest kind of discrimination 
and it is not unlawful. . 

“This chiselling against the regulated rail carriers, who are 
in more or less of a strait-jacket of regulation, is all permitted 
by the public and so we go wandering on in the fields of trans- 
portation, not only disrupting and disorganizing the great indus- 
trial centers and the various communities and sections of this 
nation, but also disrupting all lines of transportation as well.” 

Equal regulation of all competitive forms of transportation, 
Mr. Ryan held to be advisable because it standardized and made 
permanent the transportation system and thus gave assurance to 
those in various lines of industry and the country as a whole 
that they had something dependable not only as to the movement 
of commodities but also as the transportation charges for the 
services rendered. 

“Through regulation,’ Mr. Ryan added, “we know what we 
must pay for transportation by the rail carriers, but, on the 
other hand, while the tax payers in general over the country 
are paying for the development and maintenance of highways 
and waterways and thus paying a part of the actual transporta- 
tion costs when shipments move via the waterways and truck 
lines, they are ignorant of the hidden costs paid by them and 
are slow to demand regulation of these transportation systems. 

“Regulation, as we view it, is for the purpose of removing 
discriminations and giving equal and fair treatment to all con- 
cerned. May we suggest that we accept the railroad rate struc- 
ture as the standard gage for making rates for truck, inland 
waterways and intercoastal rates; that rates for services via 
these lines be in relation to railroad rates; in other words, a set 
differential between the railroad rates and rates charged by 
other forms of transportation. In addition, that other forms of 
transportation pay to the state and federal government a certain 
percentage of the rates charged as a toll for the maintenance 
and upkeep and the privilege of operating over the highways of 
this nation and over the water routes.” 

Mr. Ryan said that if rates were so made he saw no objec- 
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tion to allowing railroads to enter all lines of transportation 
because it would be impossible for the railroads, charging the 
same rates as their competitors, to drive them out of business. 

In illumination of the idea that there was no call for further 
development of the inland waterways, Mr. Ryan pointed out that 
all the important streams of the country were paralleled by rail- 
roads which were crying for business and that whatever tonnage 
barge lines might get would necessarily have to be taken from 
the railroads. 

“While the continuance of the inland waterway system at 
the hands of the tax payers has caused the carriers a great loss 
of tonnage and will result in a greater loss as the streams are 
developed,” said Mr, Ryan, “on the other hand, they will result 
in injury to the territory not served by the inland barges.” 

To show what the inland barges had done to Nebraska, Mr. 
Ryan said that the Pacific coast market for Nebraska corn was 
replaced by corn raised in states along the Mississippi River, 
due to the fact of extremely low rates, ranging from 28 to 30 
cents. The railroads, in an attempt to retain that business, 
he said, had cut their rates to 50 cents a hundred pounds. 

Mr. Ryan asked if the interior waterway system had dis- 
rupted the Nebraska corn market, what there was to prevent its 
disrupting the petroleum rate structure and replacing oil from 
Wyoming, Kansas and Oklahoma with oil from California, south- 
ern Texas and other fields able to utilize waterways and then 
repeat the operation as to coal now carried by rail from 
Colorado, Wyoming, Kansas and Oklahoma with coal from fields 
able to use the waterways. He said that the inland waterway 
system had a serious effect upon western sugar factories and 
other industries located in the interior of the country. 

In answer to the questionnaire sent out by Coordinator 
Eastman intended to elicit the views of carriers and shippers 
as to what legislation there should be by Congress on transporta- 
tion, the National Automobile Chamber of Commerce asserts 
there is no legal authority for federal control of the business 
operations of private and contract motor carriers as to rates 
and service. Federal control, it says, would defeat the primary 
purpose of the commerce clause of the Constitution which, it 
points out, is to protect and promote free flow of interstate 
commerce, The organization agrees with the proposal to issue 
certificates and the submission of proof of financial responsibility 
and liability of interstate commerce carriers for the protection 
of the public. It is opposed, however, to rate control. 

Federal power to regulate rates or restrict operations of 
contract or private carriers in interstate commerce, the answer 
says, cannot rest upon a proprietary interest in the highways 
and the consequent right to preserve and conserve them, which 
had been the ground for court decisions sustaining state regula- 
tions of that character, Lacking such proprietary interests, it 
is contended, the federal government can act only under power 
to regulate interstate commerce. The answer of the National 
Automobile Chamber of Commerce, says the federal government, 
can regulate rates and operation of common carriers by rail or by 
truck but can only subject contract and private carriers engaged 
in interstate commerce to regulations designed to protect the 
public safety, health or morals. The chamber contends that 
private and contract carriers prevent monopoly. The primary of 
the commerce clause, the chamber asserts, is to protect and 
promote the free flow of interstate commerce. Operations of 
private and contract carriers, it contends, tend to enlarge com- 
petition and promote the free flow of interstate commerce in 
line with the constitutional purpose. 


COMMODITIES CLAUSE VIEWS 


Nathan L. Miller and Charles S. Belsterling, answering 
questions asked by Coordinator Eastman about the commodities 
clause in his questionnaire of Nov. 4, in respect of “relations 
of Industry to Transportation,” oppose amendment of the com- 
modities clause so as to forbid ownership of railroads by indus- 
tries. They also oppose application of the present or a broad- 
ened commodities clause to carriers by water. 

They assert that the commodities clause was not intended 
to prohibit industries from engaging in transportation. On the 
contrary, they declare it was intended to forbid railroads to 
engage in the production of commodities transported by them in 
competition with industry. To show that Congress, in enacting 
the commodities clause did not intend to forbid industries en- 
gaging in transportation, they point out that Congress required 
railroads, upon reasonable terms, to make switch connections 
with lateral or branch lines or private tracks constructed by 
industries. They also point out that Congress gave the Com- 
mission power to regulate charges and allowances for trans- 
portation services rendered by a shipper or by an affiliated in- 
dustrial line while it absolutely prohibited the trunk line rail- 
road from engaging in production or transportation of commodi- 
ties produced by a railroad. They buttress their declarations 
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on the points made by them by extended quotations from the 
remarks made in the senate when the commodities clause was 
enacted in 1906. They assert that the understanding they have 
as to the meaning’and purpose of the commodities clause is the 
one acted upon by the Commission, by the Department of Justice 
and by Congress itself for the past twenty-five years. They 
added that there was no sound reason to enact legislation 
reversing the policy expressed in the present commodities clause. 

With regard to the application of the commodities clause to 
carriers by water, they declared that the situation Congress had 
in mind when it enacted the commodities clause did not prevail 
in water transportation. The commodities clause, they said, was 
applied to the trunk line railroads for the reason that they had 
smothered the competition of independent mine operators by 
discriminating in matters of rates and car supply and by refusing 
to permit switch connections with independent mine owners or 
short-line industrial or lateral railroads. 

“No one can point to any semblance of such conditions in 
connection with our American ship operations,” they said, 
“either on the high seas or inland waterways. And, moreover, 
no ship owner controls or can control the arteries of water 
transportation as the trunk lines control the arteries of rail 
transportation because the high seas and the inland waterways 
are public highways open to all alike.” : 

To apply the commodities clause to water transportation, 
the answer says, would destroy the domestic and foreign trade 
and commerce of this country. As a practical matter of trans- 
portation of low grade commodities, they aver, it becomes neces- 
sary to have boats especially fitted to transport such commodi- 
ties and no one other than the owner of such commodities will 
invest in a one-industry boat line with no guarantee of tonnage 
to fill the boats. That, they declare, is true throughout the 
inland waterways of the country and also true in intercoastal 
and foreign commerce. 

“Prohibiting or restricting this traffic in any respect: what- 
soever,” says the answer, “would destroy the domestic and 
foreign commerce of this country ... and work irreparable 
injury and would be contrary to public interest.” 


RAIL RESEARCH COMMITTEE 


Appointment of Dean A. A. Potter, of Purdue University, to 
the committee on railway research of the Science Advisory 
Board, has been announced by Dr. Karl T. Compton, chairman 
of the board. Dean Potter is president of the American Society 
of Mechanical Engineers and an authority on steam engineering 
in Purdue University, whose laboratories have long been used 
in cooperation with railroads and railroad equipment companies 
in engineering research and tests. The Science Advisory Board 
was created last July by President Roosevelt. 

The railway research committee was formed at the request 
of Coordinator Eastman to cooperate with a corresponding com- 
mittee of railroad executives in an effort to insure to the rail- 
roads the maximum benefits from the utilization of modern 
science and engineering. 

“This cooperation,” said Dr. Compton, “should go far toward 
convincing the public that the railroads are making a determined 
effort to improve their service to the public and to strengthen 
their financial position by taking maximum advantage of mod- 
ern technology. To bring this about, these leaders of industrial 
research have agreed, without compensation and for the public 
good, to cooperate with the railroad executives in an effort to 
map out the best plan that their joint knowledge and experience 
can devise, and to assist in putting this plan into operation.” 

Contrary to certain reports, said he, there was no sugges- 
tion or probability of forcing on the railroads a huge central 
research laboratory. According to Dr. Compton, the probable 
approach of these joint committees will be a survey of the re- 
search facilities and procedures now existing in the railroad 
and equipment companies and a comparison of these with the 
similar bases of research in outstandingly successful industries. 
The object will be to determine whether the principles of scien- 
tific research are being applied in the railroad industry as 
thoroughly and effectively as is reasonably practicable, and, if 
not, how this situation can best be corrected. The survey will 
not be shaped or guided by preconceived ideas, and will be car- 
ried on with full realization that the conclusions reached must 
fit the peculiar conditions of the railroad industry, according to 
Dr. Compton. 

In addition to Dean Potter, the committee of the Science 
Advisory Board consists of Dr. F. B. Jewett, president, Bell Lab- 
oratories, Inc., as chairman; Maurice Holland, director of the 
division of engineering and industrial research of the National 
Research Council as director; Dr. C. F. Kettering, vice-president, 
and director of research of the General Motors Corp.; Dr. John 
Johnson, director of research of U. S. Steel Corporation; Dr. 
E. K. Bolton, chemical director of the du Pont Company; Dr. 
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Francis Frary, director of research of the Aluminum Compan, 
of America; Dr. H. G. Moulton, president of the Brookings Ingtj. 
tution; R. L. Lockwood, director of purchases for the Federg 
Coordinator of Transportation; Dr. D. C. Jackson, head of ele. 
trical engineering of M. I. T. and formerly of the firm Jacksoy 
and Moreland; also Dr. Isaiah Bowman, chairman of the Nationaj 
Research Council, and Dr. Karl T. Compton, chairman of th 
Science Advisory Board, ex officiis. 


CONTROL OF N. E. RAILROADS 
The Trafic World Washington B ure 


Renewed opposition by New England interests to allege; 
control of the New Haven and the Boston & Maine by the Penp. 
sylvania and its affiliate, the Pennroad Corporation, has bee 
placed before the Commission in the form of a petition by the 
governors of New England states asking it to investigate the 
holdings of the Pennsylvania and Pennroad “and by any and 
all other subsidiaries, affiliates, or instrumentalities of the Penn. 
sylvania Railroad Co., of the share capital of the Boston & Maine 
Railroad and the New York, New Haven & Hartford Railroad 
Co.” 

The governors ask the Commission, after investigation and 
hearing, by order to provide for restricting the exercise of the 
voting power of the Pennsylvania and Pennroad by requiring 
the deposit of the stock owned by them with trustees, the latter 
having power to sell the stock. They also ask for an order 
forbidding the two companies to acquire or hold or vote any 
stock of any New England railroad in the future, except such as 
the Commission, or any other federal tribunal as may be given 
powers and jurisdiction similar to those the Commission now 
holds, may approve. 

This opposition differs from that formerly expressed in that 
Rhode Island, which hitherto has favored New England penetra- 
tion by trunk lines, has joined it. The governors of the New 
England states, in their petition, aver that it is of vital interest 
to the New England states that all routes and channels of trade 
of which the New Haven and the Boston & Maine form a part 
be kept open to competitive traffic and that no control of either 
or both New England roads be exercised by the Pennsylvania, 
which may diminish or restrict the use of them as parts of 
existing routes and channels of trade. The governors assert 
that the holdings of the Pennsylvania and the Pennroad, which 
are set forth, put the Pennsylvania, as a practical matter, in 
a position to control and direct the policies of the two major 
New England companies. 


“Tf it is permitted to continue its direct and indirect owner, 
ship in the said two major New England railroads,” say the 
governors, “the Pennsylvania Railroad Co. will be able to dom- 
inate the railroad traffic between New England and trunk line 
territory so-called and suppress competition for traffic originat- 
ing and for terminating, within New England territory, all to 
the great damage of the New England states. In addition the 
Pennsylvania Railroad Co. will be in a position to coerce New 
England shippers to send freight by routes which would favor 
the Pennsylvania Railroad Co. and will be able to damage, if 
not to destroy the power of New England shippers to use the 
so-called Canadian differential routes for shipments from New 
England points to western territory by way of Canada and the 
differential routes which involve shipments of goods in part by 
rail and in part by water transportation either upon the Great 
Lakes or upon the Atlantic ocean.” 


Therefore the governors allege that the holding of stock 
may be to lessen substantially competition between the two 
major New England railroads acting conjointly with railroads 
(other than the Pennsylvania) in trunk line territory, on the 
one hand, and the Pennsylvania on the other, to restrain and 
impede the free competitive movement of rail traffic originating 
or terminating within New England and to tend to create a 
monopoly of such rail traffic. 


In support of their petition the governors said the holdings 
of the two corporations whose holdings they asked to have 
trusteed, interfered with the plans of the Commission for the 
consolidation of the railroads. They cited the things the Com- 
mission had said on that subject, particularly the language the 
Commission used to show that it would not approve consolida- 
tion plans upon a basis that did not provide for the elimination 
of the Pennsylvania and the Pennroad from the New England 
situation. . 

The New England governors asked the Commission to give 
notice forthwith of the investigation for which they asked to 
the Pennsylvania, the Pennroad and all other persons who were 
or might be proper parties to such an investigation or to a 
proceeding based upon their complaint. 

The Commission has treated the petition of the New England 
governors for an investigation of the stockholdings of the Penn- 
sylvania and the Pennroad in the New England railroads as a 
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complaint and made it No. 26286 on its formal docket. By 
making it a formal complaint, the Commission provides an 
investigation, as requested by the governors, within the scope 
of the document filed by them. In a formal docket case the buar- 
den of gathering data in support of the allegations is upen the 
complainants. Had the Commission instituted an investigation 
the burden of finding the data would have been upon it. 

A petition for permission to intervene in the proceeding 
has been filed by the City of Boston and Boston Port Authority. 
The petition adopted the complaint made by the governors. In 
further support of the governors’ petition the city and Port 
Authority said they believed, and therefore alleged, that the stocks 
of the two New England roads were purchased by the Pennsyl- 
vania and Pennroad in violation of the Clayton anti-trust law 
and that the effect of the holding “may be to substantially lessen 
competition” between the Pennsylvania and the New England 
roads and tend to create a monopoly of a line or lines of 
commerce. 


LOANS TO RAILROADS 


“Allotment of loans totaling $5,500,000 to the New York, New 
Haven & Hartford Railroad Company and the Lehigh Valléy 
Railroad Company that will enable those companies to put 2,700 
men to work in their shops at the job of repairing and rebuilding 
cars and other equipment, and at the same time create at least 
twice as much indirect and industrial employment,” it was 
announced late Dec. 7, by Public Works Administrator Harold 
L. Ickes. 

“These are the first loan allotments to be made to railroad 
companies for the reconditioning of equipment. The manage- 
ments of a number of other important lines are negotiating for 
substantial advances for that purpose. 

“The New Haven was allotted $3,500,000 with which to 
rebuild and improve passenger and freight cars and electrical 
equipment, and the Lehigh Valley was allotted $2,000,000 with 
which to rebuild 2,600 box and coal cars. 

“The New Haven plans to reemploy approximately 700 men 
in its Readville (Boston), Massachusetts, and Van Nest, New 
York, shops. Approximately $1,150,000 out of the $3,500,000 
allotted to the New Haven will be spent for labor and $2,350,000 
for material, according to its application. The material pur- 
chase will open many jobs on indirect and industrial employment 
under the PWA policy of moving men off relief rolls on to pay 
rolls, thereby increasing purchasing power to aid recovery. 

“The loan to the Lehigh Valley will enable that road to 
increase its present schedule of operation in its shops at Sayre 
and Packerton, Pennsylvania, from two days per week to five 
or six days per week. Approximately $900,000 of the allotment 
to the Lehigh Valley will be spent for labor: and $1,100,000 for 
material, according to its application. 

“The New Haven, according to its application, will spend 
$2,300,000 out of its $3,500,000 allotment by June 15, next, with 
the balance to be spent by December 15, 1934. The schedule of 
the Lehigh Valley calls for spending its entire allotment of 
$2,000,000 by June 15, next. These loans thus comply with the 
Public Works Administration requirement that funds allotted 
must be used to create immediate employment instead of being 
impounded for future expenditure. 


“The security for the loan to the Lehigh Valley Railroad 
Company will be equipment trust mortgage notes on the equip- 
ment, The loan to the New Haven will be secured by a pledge 
of bonds now held in its treasury. 


“The policy of the Public Works Administration is that the 
security taken for loans for reconditioning equipment will be a 
matter for negotiation with each applicant. 

“The interest rate on both of the loans announced today 
will be 4 per cent per annum with the exception of the first 
year, when no interest will be charged. Administrator Ickes 
specified that the allotments were made contingent on the ap- 
plicants showing ‘reasonable promptness’ in completing a con- 
tract with the administration, so the purposes of the allotment 
are accomplished.” 

Frank C. Wright, director of the division of transportation 
loans of the Public Works Administration, reported to Admin- 
istrator Ickes that PWA had received assurances from the man- 
agements of a number of important roads that they desire to 
create additional employment for their shop employes this win- 
ter, either with loans from the Public Works Administration or 
by using their own funds. 

_ One is the Maine Central Railroad Company. E. S. French, 
its president, has written the following letter to Mr. Wright: 


_For your information and supplementing our telephone conver- 
Sation of yesterday, I am glad to advise you that the Maine Central 
Railroad Company now plans to operate its Waterville, Maine, shops 
for the next four months to a considerably greater capacity than the 
present equipment needs of the company require. 
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Our program in the next four months calls for approximately 
258,000 man-hours, with an estimated cost of $201,872 for labor and 
$230,628 for material and will, if carried out, substantially increase 
the number of available equipment units—both locomotives and cars. 

We are hopeful that the present volume of traflic of this com- 
pany will continue and if it does we expect to be able to accomplish 
this repair program without making application to the Public Works 
Administration for equipment repairs. 


With respect to consummation of the $84,000,000 loan to the 
Pennsylvania, Mr. Ickes said the company had until ten days 
from Dec. 5 to agree to a contract. 

The Pittsburgh & West Virginia Railway Company, in 
Finance No, 10251, has asked the Commission to approve a loan 
of $47,000 from the PWA applied for by applicant for purchase of 
1,000 gross tons of rail, spikes and fastenings, for which a 
contract has been entered into with the Carnegie Steel Company. 

The Nezperce & Idaho Railroad Company, in Finance No. 
10250, has asked the Commission to approve a PWA loan for 
$6,400 for replacement of ties and bridge timbers. 

Negotiations between officials of the PWA and of railroads 
that wish to obtain PWA loans for rails, equipment and repairs 
continued this week with the indications that loan contracts 
soon would be announced. One of the important matters that 
has been under consideration in connection with the making 
of contracts relates to labor conditions due to the provision in 
section 206 of Title II of NIRA that all loans shall contain such 
provisions as are necessary to insure that, so far as practicable 
and feasible, no individual directly employed on projects for 
which loans are made shall be permitted to work more than 
thirty hours in any one week. It has been held that where codes 
of fair competition have been adopted the code provisions gov- 
erning wages and hours of service shall apply in the cases of 
industries covered thereby, but that as the railroads are not 
under NRA the wages established under the railway labor act 
will apply to work done by railroad employes. As to industries 
supplying material for the railroad work the codes of those 
industries will apply. This arrangement has been worked out 
in conferences in which labor representatives participated. 
Where codes have not been adopted for industries the terms 
of the President’s reemployment agreement are to be applied. 

The problems involved with respect to labor have been the 
cause of the delay in consummation of a PWA contract with 
the Pennsylvania Railroad to which a loan of $84,000,000 for its 
New York-Washington electrification project was initially ap- 
proved by the PWA more than a month ago. 


Assistant Secretary of War Harry H. Woodring, in an ad- 
dress December 5 at Birmingham, Ala., discussing the economic 
situation and the administration program, in part, said: 


The initial efforts have been directed toward boosting the pur- 
chasing power for consumption of goods by raising’ wages and prices 
and by reemployment. Supplementing this, the slower acting public 
works program has been inaugurated to stimulate the market for capi- 
tal goods. It is obvious, however, that the expenditure of the entire 
three billion dollars appropriated in the public works act will not of 
itself bring a continuing prosperity. Its only purpose is to prime the 
pump, after which private capital should take up the burden and make 
itself available for financing the replacement of obsolete and worn- 
out equipment which should have been discarded some time ago had 
conditions been normal. 

The needs of industry for credit and refinancing are illustrated by 
the condition of our railroads. This industry needs new locomotives, 
new cars, and new rails. It is estimated by the Railway Age that 
deferred maintenance requirements for this class of equipment has 
risen to a sum of about one billion two hundred million, and that 
there has been a total reduction of almost five billions of dollars in 
railway capital and maintenance expenditures as a result of the de- 
pression. The earning power of our transportation systems is also 
definitely restricted by the lack of traffic in raw materials and coal 
which results from inactivity in our heavy industries. 

Like other industries which are consumers of capital goods, the 
railroads must look to private capital and to the investing public for 
funds with which to rehabilitate themselves. If this capital were 
forthcoming these industries could buy now and this would enable 
the builders of industrial equipment to put men to work and to spend 
millions of dollars for raw and semi-finished materials of all kinds. 
It is estimated that nearly one-half of our total unemployed are found 
among those who were formerly engaged in the manufacture of dura- 
ble goods as distinguished from consumers’ goods. This unemploy- 
ment among people in the heavy industries is one of the major fac- 
tors which must be combated in our battle on depression. 

But private capital is not making itself available for this pur- 
pose, and until it does the government will be faced with the neces- 
sity of continuing the expenditure of huge amounts for public and 
civil works and other relief projects in order to provide employment 
for our people. 

To pay for this will require the imposition of higher and higher 
taxes with a growing tendency to extract the great bulk of them 
from those who have accumulations of wealth and those whose in- 
comes are in the higher brackets. In other words, if private capital 
cannot be induced to perform its proper function in a normal manner, 
the government will be forced by an aroused and a determined pub- 
lic sentiment to carry the burden and finance itself from those who 
are still able to pay. . 

The government is doing everything within its power to forestall 
such an eventuality. Every legitimate means is being employed to 
encourage capital investments and to expand credit to its normal re- 
quirements. 


The Federal Emergency Administration of Public Works 
has issued Circular No. 5 containing information required with 
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OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


CCORDING to advices received in New York, the Ecuadorian 
government has increased the port charges at Guayaquil 
rom 1c to 6c net registered ton of vessels. This represents an 
increase Of 500 per cent and in spite of numerous appeals to the 
government by vessel owners to reduce the charges they remain 
n effect. 

Cable advices received at New York state that labor diffi- 
culties at Buenaventura have been settled and stevedores have 
returned to work with an average increase of 100 per cent in 
wages. There are still some differences to be settled between 
labor federations regarding the question of overtime, hours 
and rates. Congestion at the port has been relieved and traffic 
of /is moving in and out with very little delay. 

W The East Coast Colombian Steamship Lines Conference an- 
dM nounces that southbound freight tariff No. 1, together with 
¢ M@ effective supplements thereto, publishing freight rates applying 
fon classes and commodities from shipside, New York, to Carta- 
gna and Puerto Colombia, Colombia, and northbound freight 
tariff No. 2, publishing freight rates applying on commodities 
from shipside at the Colombian ports to New York pier de- 
livery, are being canceled, effective as of December 31. 
New freight tariffs covering both southbound and north- 
 ® bound traffic, effective as of January 1, 1934, now are in course 
of preparation and will be distributed to all interested shippers 
‘Has soon as a supply is available. In the meantime freight 
rates will be quoted on application by the individual confer- 
ence lines, namely, the Colombian Steamship Company, Inc., 

Grace Line, Inc., and the United Fruit Company. 

With only one grain fixture and other trades almost equally 
dull, the full cargo freight market has offered little to cheer 
shipowners in the last week. A few transatlantic sugar fixtures 
were recorded and there was some interest in time chartering 
but otherwise, except for good demand in the coastwise tankers 
trade, there was nothing of unusual interest. 

The lone grain fixture was that of a Norwegian steamer 
from the St. Lawrence to Antwerp-Rotterdam, 24,000 quarters, 
at 2s 3d with option for Bristol Channel, London or Hull at 
2s 444d, option Mersey at 2s 6d, for spot loading. This fixture 
came after it was thought that the last St. Lawrence fixture 
for the season had been closed. 

Transatlantic sugar fixtures included two steamers from 
Cuba to United Kingdom-Continent, one of 3,500 tons for prompt 

iy and one of 1,892 tons for December, both on the basis 
of 13s 6d. 

In addition to a few West Indies time charters, a 2,610-ton 
vessel was engaged for a round trip in the east coast of South 
America trade on private terms for December. 

Five tankers were fixed for dirty cargoes from the Gulf 
to North of Hatteras for December at rates varying from l6c 
to 18c and a clean boat was closed in the same trade at 18c 
for December. 

Optimism prevails in reports on full cargo business from 
the Pacific coast in the month just past. According to the 
freight market report of the General Steamship Corporation, 
volume of business increased sharply in all export trades from 
the Pacific coast and regular lines report full cargoes and space 
tight for the immediate future. The volume of charters effected 
was about double that of any previous month of the year. 
Freight rates have advanced slightly and the trend is up. Stimu- 
lation of buying of American products for export is ascribed 
to the depreciation of the American dollar, but the fact remains, 
the report states, that business is showing the first real sign 
of a definite trend upward. 

A number of fixtures of wheat cargoes for China were made 
at rates in the neighborhood of 11s per ton accepted by for- 
eign flag vessels and with American owners holding out for $4, 
With one American vessel reported fixed at $3.75. No full car- 
80e8 of wheat were fixed for Japan but many parcels were 
booked at advanced rates. In the United Kingdom-Continent 
trade several fixtures were accomplished at rates in the neigh- 
borhood of 20s to 21s. One intercoastal vessel was reported 
fixed on private terms. 

In the lumber trade no full cargoes to Japan were reported, 
ue to scarcity of tonnage in this direction. Rates are about 
$5.50 a thousand feet flat with little space available for the 
Test of the year, while for January-February owners are hold- 
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ing out for $5.75 flat on lumber and $7.75 on logs. Although 
there is inquiry in the China market with owners’ ideas about 
$5.75 to $6, an advance in rates, no full cargo charters were 
reported. Contrary to the general trend of the market, the 
intercoastal lumber trade is in an unsatisfactory situation, with 
insufficient cargo offering. 

Time charters reported were mostly for short trips, char- 
terers not being inclined to speculate with exchange rates un- 
certain. 

In the tankers trade a good volume of business was done 
in both dirty and clean oils from California to various destina- 
tions at slightly improved rates. 


WATER CARRIER AGREEMENTS 


The following agreements, and cancellation of agreements, 
filed in compliance with section 15 of the shipping act, 1916, as 
amended, have been approved by the Department of Commerce: 


Agreements Approved 


Conference No. 228—West Indies Cruise Agreement records the 
conditions to be observed by signatory lines for or in connection 
with passenger traffic booked in the United States or Canada for 
cruise sailings between December 1, 1933, and April 30, 1934, in- 
clusive, calling at two or more ports in the West Indies (except 
cruises to the two ports of Nassau and Havana), Central America, 
or Northern ports of South America. 

Conference No. 229—Nassau-Havana Cruise Agreement records the 
conditions to be observed by signatory lines for or in connection with 
passenger traffic booked in the United States or Canada for cruise 
sailings between December 1, 1933, and April 30, 1934, inclusive, to 
the two ports of Nassau and Havana and between January 1 and 
April 30, 1934, inclusive, to a single port in the Bahamas, Cuba or 
Bermuda. 

2539—Swayne & Hoyt, Ltd., the Border Line Transportation Co., 
Puget Sound Navigation Co., Puget Sound Freight Lines and Skagit 
River Navigation & Trading Co.: The parties by this agreement pro- 
vide for through transportation of cargo by Swayne & Hoyt, Ltd., 
and the above named Puget Sound carriers from United States Gulf 
ports to United States Puget Sound ports, with transhipment at 
Seattle and/or Tacoma. 

2250—The Ocean Steamship Co., Ltd., the China Mutual Steam 
Navigation Co., Ltd., Pacific Steamship Lines, Ltd., and Panama 
Mail Steamship Co.: The parties by this agreement provide for through 
transportation of silk from China and Japan to Victoria, British Co- 
lumbia, or Seattle, Washington, by the Ocean Steam or the China 
Mutual, thence to San Francisco, Calif., by Pacific Steamship Lines, 
thence to United States Atlantic Coast ports by Panama Mail. 

2599—The Border Line Transportation Company, Puget Sound 
Navigation Co., Puget Sound Freight Lines, Skagit River Navigation 
and Trading Co. and Gulf Pacific Line, Ltd.: The parties by this 
agreement provide for through transportation of cargo from United 
States Puget Sound ports tc United States Gulf ports, with tran- 
shipment at Seattle or Tacoma. 

2600—The Boarder Line Transportation Co., Puget Sound Naviga- 
tion Co., Puget Sound Freight Lines, Skagit River Navigation and 
Trading Co., and Swayne & Hoyt, Ltd.: The parties by this agreement 
provide for through transportation of cargo from United States Puget 
Sound ports to United States Gulf ports with transhipment at Seattle 
or Tacoma. 

2623—Between Wilh. Wilhelmsen, Aktiebolaget Svenska Amerika 
Linien (Swedish America Mexico Line), and Burton Barge Line Co.: 
Covers the through transportation of newsprint paper from Norway, 
Sweden, and Finland to Lake Charles, La., and Orange, Beaumont 
and Port Arthur, Tex., with transhipment at New Orleans. 


Agreement Cancelled 


1026-c—Border Line Transportation Co. with Calmar Steamship 
Corp.: Cancels agreement between the above named carriers cover- 
ing the through transportation of shipments from Victoria, Van- 
couver and Powell River, B. C., to U. S. North Atlantic ports, with 
transhipment at Seattle and/or Tacoma. 


SHIP SUBSIDY INQUIRY 


The Trafic World Washington Bureau 


The special Senate committee, headed by Senator Black, 
of Alabama, that is investigating ocean mail contracts, turned 
its attention this week to operations of the Lykes Brothers 
Steamship Company, of New Orleans, La.; the Lykes Brothers- 
Ripley Steamship Company, and the Tampa Inter-Ocean Steam- 
ship Company. Each of the companies hold ocean mail con- 
tracts with the Post Office Department under the Jones-White 
mail subsidy act. James M. Lykes, of Houston, Tex., president 
of each of the companies, was the principal witness. J. T. 
Lykes and other officers of the companies were present. 

The Lykes Brothers Steamship Company holds mail con- 
tract No. 23, covering operations between Gulf ports and Cen- 
tral American ports; the Lykes-Ripley Company holds mail con- 
tract No. 57, covering operations between New Orleans and 
Texas ports to U. K. ports, Continental ports, Mediterranean 
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application for aid in the financing of railroad maintenance and 
equipment, railroad highway crossing and other projects, under 
the national industrial recovery act. 

It is stated in the circular that if the project is one which 
requires a certificate of public convenience and necessity or 
other authorization by the Commission, under the interstate 
commerce act, such certificate or authorization must be obtained 
prior to the granting of any loan by the administration. Appli- 
cation for such a loan may be made prior to the obtaining of 
the authority, however. 

The maturity of obligations given for loans may not ex- 
ceed 30 years or the conservatively estimated life of the project 
or equipment, whichever is less. No fee or commission shall 
be paid in connection with obtaining a loan. 

Detailed information as to the work to be done and/or the 
equipment to be acquired, built or repaired, with estimated cost 
of labor, materials, and other items of expense, and the employ- 
ment that will be created thereby is called for. 


The financial condition of the railroad applicant, under the 
PWA requirements, must be reviewed, along with the Commis- 
sion’s valuation and aggregate net property changes. The appli- 
cant must reveal what control, if any, is exercised over it by 
any corporation or corporations, transportation-or other. A 
report must be made as to capital stock and long-term debt, and 
as to details of loans and bills payable, and details of loans 
and bills receivable. Inquiry is made as to amounts charged 
to operating expenses under depreciation accounts, and operat- 
ing results. The applicant must submit a legal memorandum 
covering “fully” a number of matters, including the applicant’s 
authority to make the application for a loan. 


R. F. C. Loans 


Loans to railroads authorized by the Reconstruction Finance 
Corporation up to November 29 amounted to $411,845,678, accord- 
ing to the monthly report of the corporation. Of that total, 
$390,271,767 had been disbursed. Repayments, cancellations and 
withdrawals totaled $56,851,691, leaving outstanding as of No- 
vember 28 a total of $333,420,076. 


Disbursements to railroad borrowers, including receivers, 
and repayments, if any, as of November 28, were reported as 
follows: Aberdeen & Rockfish, $127,000, repaid $4,000; Alabama, 
Tennessee & Northern, $275,000; Alton, $2,500,000; Ann Arbor 
(receivers), $634,757; Ashley, Drew & Northern, $400,000; Balti- 
more & Ohio, $69,573,377; Birmingham & Southeastern, $41,300; 
Boston & Maine, $7,569,437; Carlton & Coast, $441,346; Central 
of Georgia, $3,124,319, repaid, $230,027; Central of New Jersey, 
$464,298, repaid; Chicago & Eastern Illinois, $5,916,500, repaid, 
$141,500; Chicago & North Western, $34,582,133, repaid, $2,- 
647,000; Chicago Great Western, $1,289,000, repaid, $838; Chi- 
cago, Milwaukee, St. Paul & Pacific, $8,000,000; Chicago North 
Shore & Milwaukee, $1,150,000; Chicago, Rock Island & Pacific, 
$13,718,700, repaid, $86,504; Cincinnati Union Terminal, $8,- 
300,000, repaid; Copper Range, $53,500; Denver & Rio Grande 
Western, $7,066,700, repaid, $500,000; Erie, $13,403,000, repaid, 
$2,189; Florida East Coast (receivers), $627,075; Ft. Smith & 
Western (receivers), $227,434; Galveston, Houston & Hender- 
son, $1,027,000; Georgia & Florida (receivers), $354,721; Great 
Northern, $6,000,000, repaid; Green County, $13,915, repaid $915; 
Gulf, Mobile & Northern, $520,000, repaid; [Illinois Central, 
$6,346,333, repaid, $33,333; Lehigh Valley, $5,500,000; Maine Cen- 
tral, $2,550,000, repaid, $22,312; Maryland & Pennsylvania, 
$100,000; Minneapolis, St. Paul & St. Ste. Marie, $6,843,082, re- 
paid, $417,437; Mississippi Export, $100,000; Missouri Pacific, 
$23,134,800; Missouri Southern, $99,200; Mobile & Ohio, $785,000, 
repaid; Mobile & Ohio (receivers), $1,070,599, repaid, $193,000; 
Murfreesboro-Nashville, $25,000; New York Central, $25,078,737; 
New York, Chicago & St. Louis, $18,167,240, repaid, $2,688,413; 
New York, New Haven & Hartford, $578,224; Pennsylvania, 
$28,900,000, repaid; Pere Marquette, $3,000,000; Pittsburgh & 
West Virginia, $3,975,207; Puget Sound & Cascade, $300,000; 
St. Louis-San Francisco, $7,995,175, repaid, $2,805,175; St. Louis 
Southwestern, $18,672,250, repaid, $790,000; Salt Lake & Utah 
(receiver), $200,000; Sand Springs, $162,600; Southern Pacific, 
$13,100,000; Southern, $14,751,000; Tennessee Central, $147,700; 
Texas & Pacific, $700,000; Texas South-Eastern, $30,000; Tucker- 
ton, $39,000, repaid, $81; Wabash (receivers), $15,731,583; West- 
ern Pacific, $4,366,000, repaid, $1,303,000; Wichita Falls & South- 
ern, $400,000; and Wrightsville & Tennille, $22,525. 


The Commission, by division 4, in Finance No. 9179, Meri 
dian & Bigbee River Railway Co., reconstruction loan, has modi- 
fied its report and certifiicate of September 30, 1933, to permit 
the advances approved to be made in the amount of $72,000 for 
the purchae of rail for the line between Meridian, Miss., and 
Cromwell, Ala., to be used for the construction of the line from 
Cromwell to Myrtlewood, Ala., and/or for the provision of rail 
for all or any portion of the line from Meridian to Myrtlewood, 
by acquisition in whole or in part of the rail now under lease 
in the track between Meridian and Cromwell and the purchase 
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of additional rail for the line from Cromwell to Myrtlewood, q 
by the removal of the present leased rail and the purchage q 
other rail for the entire line from Meridian to Myrtlewood, 


LOAN FOR INCREASED BRIDGE COST 


An allotment of $470,000 to the Public Belt Railroad Cop, 
mission for the city of New Orleans in connection with th 
construction .of a bridge across the Mississippi River at Ne 
Orleans was announced December 5 by the Public Works 4g 
ministration, subject to a contract satisfactory to the Pub 
Works Administrator between the Public Works Administr, 
tion, the Public Belt Railroad Commission for the city of Ney 
Orleans, the Reconstruction Finance Corporation and the 4 
bernia National Bank in New Orleans. 

The allotment was made to enable the Public Belt Railrog 
Commission for the city of New Orleans to comply with » 
award by the National Labor Board which increased the cox 
of labor involved in the construction of the bridge, retroactive 
to August 10, 1933. In addition to the increased labor costs 
the allotment is to cover the increased cost of workmen’s cop. 
pensation insurance and administrative expenses in connectiqy 
with the award. The allotment is for a loan to be repaid with 
4 per cent interest. 

._The Reconstruction Finance Corporation is the holder of 
$6,000,000 of an authorized issue of $7,000,000, city of New 
Orleans Public Belt Railroad Bridge revenue 5 per cent goli 
bonds, and the Hibernia National Bank, New Orleans, is the 
trustee under the indenture dated October 1, 1932, securing 
the authorized issue of bonds. 


















RAIL AND TIE PURCHASES 


The Missouri Pacific lines have announced their 1934 pur. 
chase and improvement programs, beginning with an authori- 
zation of $1,725,120 for new steel rail and fastenings to be 
used in the coming year. In addition it is estimated that the 
lines will spend more than $500,000 for labor in applying this 
rail and other materials in its tracks in 1934. The rail totals 
25,000 tons. In a statement the Missouri Pacific said: 


During the period of decreased business, when the railroads were 
suffering loss of traffic through unfair and unregulated competition, 
in addition to the reduction in volume which has affected other lines 
of business, the physical plant of the Missouri Pacific lines has been 
adequately maintained. We have continued the upkeep of our track 
and equipment at the high standard which characterizes our railroad. 
This expenditure is being made with the realization that this policy 
will and must be continued throughout 1934. 


Announcement was made Dec. 6 by the Pennsylvania Rail- 
road that contracts for 100,000 tons of steel rail, for delivery on 
or before July 1, 1934, had been awarded as follows: Bethlehem 
Steel Company, 44,000 tons; Inland Steel Company, 6,000 tons; 
Illinois Steel Company, 8,000 tons; Carnegie Steel Company, 
42,000 tons. In addition to this, a contract has been entered into 
with the Bethlehem Steel Company for the rolling of 350 tons of 
girder rail for use in city streets. 

The Pennsylvania has also announced that orders are being 
issued for the purchase of crossties. 


Cc. C. C. AND RAILROADS 


More than 580,000 Civilian Conservation Corps men have 
been transported by the railroads of the United States since 
the first enrollment began last spring, according to Robert 
Fechner, director of emergency conservation work. 

“This transportation figure includes not only the number 
of men who were transported from their homes to points of 
enrollment and thence to various camps but also of those who 
were moved to winter locations or back home during October,” 
said he. “The entire task was accomplished without accident. 

“Expenditures for transportation up to September 30 equaled 
$6,260,920.45 for passenger movement and $2,552,236.72 for 
freight, making a total of $8,813,157.17. Since September 30, 
additional expenditures have been made amounting to approxi- 
mately $2,000,000. Exact figures showing the transportation 
figures for the past two months are not yet available. 

“During the first enrollment period, 64,196 men traveled long 
distances between corps areas, often completely across the 
country; such trips were handled by the Quartermaster Corps 
in Washington. Of the 64,196 men thus transported, 55,130 
were sent from the east to west coast. It required 211 trains, 
1,605 sleepers and 705 baggage cars to carry equipment for the 
over night trips directed by the Quartermaster Corps. 

“In October, 52,700 men were moved in 212 trains from 
the west to the south and east and 43,600 in 114 trains were 
moved from the east to the west and southwest. 

“Each train carried an army physician and, for instances 
in which the trip was longer than one day, a temporary kitchen 
and supplies. In addition to the railroad mileage run-up, there 
was considerable transportation from station points to camps 
in trucks and busses.” 
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hot under the law enter an order requiring the rail carriers to 
pin With the barge line in the establishment of through rates 
nd joint rates without a hearing. 

The barge line, according to the southern railroads, is not 
common carrier in the sense that railroads are common car- 
iors. It did not undertake, the railroads assert, to handle all 
ommodities from and to all points. 

“It picks and chooses its traffic, conducts its operation to 
snd from certain ports only,” the railroads declare. “Its opera- 
ion can cease tomorrow and no shipper would be inconvenienced 
xd no port would be withouut transportation service, but would 
continue to enjoy transportation service far more reliable and 
adequate than the barge line company affords. 

‘If the railroad systems of the country are worth main- 
taining, if they are worth having, they must have traffic. And, 
rate adjustments cannot be said to be necessary and desirable 
in the public interest under which traffic is diverted from the 
rail lines to a competing water line, such as the Mississippi 
Valley Barge Line Co. that merely offers an inferior service at 
eost, Which are greater than the rail costs if all the costs of 
furnishing the transportation service are taken into consid- 
eration.” 

The protest of the southern carriers invited the Commission 
to consider briefly the effect of the grant of a certificate. After 
pointing out that the barge line operated from Ohio River ports 
to New Orleans, the southern lines said the certificate, if granted, 
would authorize the barge line to operate over the intracoastal 
waterway to Beaumont, Port Arthur, Houston and Galveston. 
Thus, it would have the Commission enter an order requiring 
the rail carriers to haul traffic, for example, from Dayton or 
Columbus, O., to Cincinnati, O., a comparatively short distance, 
which traffic would be moved by water a substantial distance 
from Cincinnati to these Texas ports. 

“It will be seen that with a short rail haul from Columbus 
or Dayton to Cincinnati and a long water haul from Cincinnati 
to Houston,” the protest said, “differentials based upon the 
formula that has been followed in earlier cases under which 
the joint rail and barge rate is less than the through all-rail 
rate by an amount that is 20 per cent less than the all-rail 
rate between the ports, would result in such large differences 
between the all-rail and the rail and barge rate as to make 
it impossible for the rail carriers to compete on any fair 
equality of the traffic.” 

The southern lines suggested that requiring them to join 
in through routes and joint rates would have the effect of con- 
fining them to short hauls or stub and traffic moving between 
inland points and the ports served by the barge line, with 
such additional traffic that moves between the ports as the 
barge lines do not choose to handle. The southern carriers said 
that they could not avoid the conclusion, that the time had 
come in these cases for the commission to consider whether 
that would be in the public interest. 

They said it could not possibly be in the public interest 
to impose upon the rail carriers in the south an adjustment 
of barge and rail rates that would result in a further diver- 
sion of their traffic to a competing barge line that, up to the 
present time, had failed to earn its operating expenses and 
which could survive only by making further inroads into the 
traffic of the rail carriers whose traffic for about three years, 
a pointed out, had failed to yield enough to cover their fixed 
charges. 


CHESAPEAKE AND DELAWARE CANAL 

Major General Edward M. Markham, chief of engineers, 
U. S. A., has recommended to Chairman Mansfield, of the com- 
mittee on rivers and harbors of the House of Representatives, 
favorably on construction of a ship canal extending from Dela- 
ware River at a point about 41 miles below Philadelphia to the 
head of Chesapeake Bay, to provide for a channel at sea level to 
accommodate vessels drawing 25 feet and having a depth of 27 
feet and a width of 250 feet from Delaware River to Elk River 
and thence 400 feet wide down Elk River and Chesapeake Bay 
to deep water at or near Pooles Island, at an estimated cost 
of $12,500,000, with $200,000 annually for maintenance and opera- 
tion in addition to that now required. 


FLORIDA SHIP CANAL 


Though the Roosevelt administration is known to look with 
approval on the project for a ship canal across the upper 
peninsula of Florida, connecting the waters of the Atlantic and 
the Gulf of Mexico, a survey has revealed that a 35-foot canal 
would cost from $130,000,000 to $135,000,000, and the official 
reaction to that is that the canal could not be a self-liquidating 
Project on that basis. It has been decided, therefore, to made 
a new survey with a view to ascertaining whether the cost 
could not be substantially reduced by building a 30-foot channel 
with water of 35 feet at the locks. 
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RY. DEVELOPMENT ASSOCIATION 


The competitive situation among the various forms of trans- 
portation, the bearing of the “New Deal” on the railroad future, 
industry and transportation codes, and the prospect of a sub- 
stantial industrial revival in the immediate future were the 
subjects of addresses and discussion at the semi-annual meet- 
ing of the American Railway Development Association, in Chi- 
cago, December 7 and 8. This was in addition to more highly 
specialized and technical matters normally falling under the 
purview of the industrial, agricultural, real estate, and public 
relations representatives of the railroads, who were present 
from all parts of the country. 

General sessions were held by the association the two morn- 
ings, with the afternoons given over to separate meetings of 
the agricultural and industrial sections, at which individual prob- 
lems with which those representatives deal with in their daily 
routine were aired. Progress in the development of new crops. 
the possibilities of decentralization of industry in the changed 
economic situation, and numerous other subjects having a bear- 
ing on railroad development programs were considered. 

Speakers December 7 included: Robert H. Ford, assistant 
chief engineer, Rock Island, whose subject was “The Railroad 
Grade Crossing Problem”; John H. Norton, former Congress- 
man and a member of the AAA, “The Agricultural Adjustment 
Administration”; L. M. Kishlar, Purina Mills, St. Louis, “The 
Soy Bean in Agriculture and Industry,” and E. C. Craig, general 
counsel, Illinois Central, who spoke at a luncheon immediately 
following the morning session. 

Mr. Craig declared for elimination of subsidies to transpor- 
tation agencies in competition with the railroads, equality of 
regulation of all forms of transportation, and elimination of the 
government from participation in transportation. He held that, 
in the main, the true cost of rail transportation was below that 
of its major competitors, when consideration was given to failure 
of the competing agencies to be self supporting, in the sense 
that they did not provide their own roadbed and were other- 
wise assisted out of the public coffers. Other handicaps of the 
railroads in meeting highway and waterway competition, largely 
incidental to close regulation by the federal government, were 
outlined. 

“The railroads believe that, on the whole, when all costs of 
transportation are taken into consideration, including those costs 
that are now borne by the taxpayer, they still afford the cheapest 
means of transportation,” he said. 

Waterway operators had an even greater advantage over 
the railroads than highway operators, he indicated, in that, 
while the highway operators did not pay enough for their use 
of the Western Railways Committee on Public Relations, the 
operators paid nothing for their roadbed. He advocated assess- 
ments against waterway operations sufficient to relieve the 
government of its expenses in that connection. 

The cost of government and the increasing burden of taxa- 
tion on business in general and the railroads in particular was 
the subject of an address by C. D. Morris, assistant chairman 
of the Western Railways’ Committee on Public Relations, the 
morning of December 8. He said that governmental expenses 
in 1932 were in excess of one-third of the national income. Rail- 
road tax accruals in that year amounted to 38.4 per cent of their 
net operating revenues, and this despite their federal taxes 
were greatly reduced that year, he said. 

“The railroads do not object to paying reasonable, even 
liberal, taxes,” he declared. ‘They are, to all intents and pur- 
poses, citizens of the state, entitled to all the protection and 
benefits of government accerded other taxpayers. They object 
only to being singled out for taxation purposes while their com- 
petitors are not.” 

Officers were elected and Kansas City, Mo., was chosen as 
the place for the annual meeting, to be held about the third 
week in June. John T. Stinson, director of agricultural devel- 
opment, Missouri Pacific, was elected president, and the follow- 
ing were elected first and second vice presidents, respectively: 
John R. Ablett, industrial agent, Delaware and Hudson; H. J. 
Schwietert, general agricultural agent, Illinois Central. J. A. 
Senter, industrial agent, N. C. & St. L., was reelected secretary- 
treasurer. 


RAILROAD EARNINGS 


Class I railroads of the United States for the first ten months 
of 1933 had a net railway operating income of $398,238,658, which 
was at the annual rate of return of 1.77 per cent on their prop- 
erty investment, according to reports filed by the carriers with 
the Bureau of Railway Economics. In the first ten months of 
1932, their net railway operating income was $260,616,478 or 1.15 
per cent on their property investment, according to the bureau, 
which adds: 


Property investment is the value of road and equipment as shown 
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ports east of Spain and north African ports, and the Far East; 
and the Tampa Inter-Ocean holds mail contract No. 45, cover- 
ing operations between Gulf ports and ports of Spain and 
Portugal. 

Chairman Black brought out that Lykes Brothers, Inc., 
of Florida, which holds the stock of the other companies, and 
is also interested in non-shipping companies, for the period 
December, 1920, to June 30, 1933, had a deficit in its surplus 
account of $495,214.11 as a result of other than shipping opera- 
tions, but that as the result of shipping operations there was a 
profit in the surplus account for the period indicated of $2,117,- 
205.88, making a net surplus of $1,621,991.77 before dividends. 
The dividends paid totaled $994,338, leaving a balance of earned 
surplus of $627,653.77 as of June 30, 1933. The dividends, it 
was stated, went to Lykes Brothers, Inc., of Florida, approx- 
imately 90 per cent of the stock of that company being owned 
by members of the Lykes family. 

Evidence was submitted as to a Lykes company of Cuba, 
which is engaged in the packing business, selling meat to the 
Lykes steamship lines, while lump-sum operating contracts were 
in effect between the Shipping Board and the Lykes steamship 
companies, and as to profits from those transactions to one 
of the steamship companies. Mr. Lykes said the reason the 
meat was sold was that a combination of meat dealers at New 
Orleans was holding up prices and that the effort was to re- 
duce those prices and thus to reduce the expenses of operation 
of the ships. 

Senator King, of Utah, inquired whether the Lykes interests 
had not organized a number of companies to evade taxes. Mr. 
Lykes said that that was not the reason—that the organiza- 
tion of the companies was due to different operations. 

Under ocean mail contract No. 23, the mail pay to the Lykes 
Brothers Steamship Company in the period from August 28, 1928, 
to June 30, 1933, was $1,587,444, according to the evidence. If 
the mail transported under the contract in that period had been 
paid for at the regular poundage rate the compensation would 
have been $1,903.26, Chairman Black brought out to show the 
. extent of the subsidy. 

The Tampa Inter-Ocean company, according to the evidence, 
received an aggregate of mail pay of $1,127,382.50 for 1930, 1931, 
1932 and the first six months of 1933. On the poundage basis, 
said Chairman Black, the compensation for mail service would 
have been $140.46. 

Chairman Black went into detail as to the financial results 
of many companies in which members of the Lykes family are 
interested. He also interrogated witnesses as to the activities 
of Hardin B. Arledge, Washington representative of the Lykes 
companies and other southern steamship interests, with respect 
to mail contract and other matters. 


TOWING INDUSTRY CODE 

A hearing on a proposed code of competition for the tow- 
ing industry of the eastern and southern divisions of the 
United States will be held December 13 at the Washington 
Hotel before Deputy Administrator W. H. Davis of the Na- 
tional Recovery Administration. The code was submitted by 
the Atlantic Coast and Gulf of Mexico Towboat Association, 
Inc. The code provides, as to minimum rates for services, 
that there shall be established for each port district by the 
respective port district administrative committee a fair mini- 
mum rate for the selling of services for each type of service 
in the port. 

Maximum work weeks of 40 hours would be established 
for clerical or office employes and 48 hours for other shore 
employes, with the hours of employes on board towboats to be 
regulated by the laws governing the Steamboat Inspection 
Service. 

Clerical and office employes would receive a minimum weekly 
wage of $15 with certain exceptions; other shore employes in the 
New England and New York subdivisions would receive 40 
cents an hour, in the middle Atlantic and south Atlantic sub- 
divisions 35 cents an hour and in the Gulf of Mexico subdivi- 
sion 30 cents an hour. Towboat employes would receive not 
less than $40 a month with subsistence and quarters and not 
less than $60 a month without subsistence and quarters. 


IMPROVEMENT OF WATERWAYS 


Work is progressing under the PWA allotment of $33,500,000 
for construction of locks and dams on the upper Mississippi 
River, according to the War Department. Allocation of $2,- 
450,000 of the $70,000,000 of PWA money for waterways, for 
improvement of lock and dam construction on the Ohio River 
has been announced. Secretary of War Dern has allotted 
$130,000 of regular river and harbor funds for Dam No. 8, 
Tennessee River, to raise the height of the lock walls. 

An allotment of $192,000 to the Corps of Engineers, War 
Department, for river and harbor improvements at three loca- 
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tions in the state of Washington was announced by the Pybj 
Works Administration. The improvements contemplated 4, 
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as follows: To dredge a 10-foot channel on Columbia River 4 nd joint I 
Bakers Bay for improvement of navigation, $54,000; to provig The be 
a 26-foot channel at the entrance to Willapa River from Willa), common 
Harbor, $80,000; to aid in maintaining a 26-foot channel, whig iors. It ¢ 
has been dredged by local interests, at Grays Harbor and t, pmmoditi 
Chehalis River, $58,000. Plans for these projects have bey “Tt pic 
completed and work can be started at an early date. It is eg, snd from 
mated that about 480 man-months employment will be furnishe iM ioy can ct 
Secretary of War Dern has approved allotment of $93,000 fo and no po! 
a survey of the Trinity River, Galveston District, Texas. (o. continue 1 
gress in the river and harbor act of July 3, 1930, directed that adequate 
investigation be made of Trinity River, Texas. The preliminary ‘Tf tl 
examination has been completed and the report thereon has bea fM,ining, if 
reviewed by the Board of Engineers for Rivers and Harbors x rate adju: 
required by law. The finding of the board of engineers is tha in the pu 
a survey is warranted and should be made to develop the exten rail lines 
and cost of improvement that may be required in the interests Valley Be 
of commerce and navigation. The survey will embrace 561 mile eost, whi 
of river, extending from its mouth at Galveston Bay to For furnishin; 
Worth, Texas, and will include the necessary mapping and pation.” 
engineering exploration for the determination of lock and dan The | 
locations as well as a thorough and complete study of the effec io consid 
improvement of the river for navigation may have upon existing pointing 
county, municipal and private improvements along and crossing jy New C 
the river, would at 
ar aa TRE waterwa 
BLUE BOOK OF SHIPPING Thus, it 
“Merchant Vessels of the United States, 1933,” popularly § the rail 
referred to as the “Blue Book of American Shipping,” has been Columbu 
released by Assistant Director A. J. Tyrer of the Commerce § which t 
Department’s Bureau of Navigation and Steamboat Inspection. from Cit 
The new volume contains the name of every documented “It 
merchant vessel and yacht of 5 net tons and over in the United or Dayt 
States, approximately 29,000, with such descriptive data as each to Hou 
vessel’s official number, gross and net tonnage, dimensions, § formula 
material, horsepower, homeport, year and place of building @ the Jou 
service, and number of men composing the crew, together with rate b3 
the name and address of the owner. The volume may be ob-— rate be 
tained for $2.75 from the Superintendent of Documents, Wash- betwee 
ington, D. C. it hers 
a ee eq | 
WATER FARE CUTS SUSPENDED Th 
Secretary Roper of the Department of Commerce has sus- oho 
pended, from Dec. 8 to April 8, American Line Steamship Cor- inland 
poration, Panama Pacific Line Tariff S. B. I. No. 2, against which aah ' 
the Dollar Steamship Lines, Inc., Ltd., protested. The Dollar barge 
interests asserted that, by discontinuance of the tourist class that t 
designation and change to first class, it automatically reduced a come 
first class fare from $225 to $120 (see Traffic Worid, November that ¥ 
i ia latin dele iateelincens to im 
POLISH LINE ORDERS SHIPS of ba 
Announcement has been made by Gdynia America Line thal sion « 
it has ordered the construction of two fast trans-Atlantic pas- prese 
senger motor liners of about 15,000 tons, by the company that whic 
built the Conte di Savoya, to ply between New York and traffic 
Gdynia, the new Polish port, via Copenhagen. The time Letween they 
New York and Copenhagen is expected to be eight days, with half chars 
a day added for the part of the voyage betwe2n Copenhagen and 
the home port of the liners. 
oa er oe ee I 
PANAMA CANAL TRAFFIC U.S. 
In the month of November, 463 commercial vessels transited mitt 
the Panama Canal and paid tolls of $2,001,692.77, according to a favol 
radiogram received by the Secretary of War from the governor ware 
of the canal. In the preceding month there were 467 transits head 
and tolls of $2,036,909.16. In the six months ended with Novem- acco 
ber the number of commercial transits was 2,519 and the tolls, feet 
$10,988,520.04, as compared with 2,111 transits and tolls of $9,514, and 
281.30 for the corresponding period of 1932. 7 : 
Po 0 
BARGE-RAIL ROUTES AND RATES [| “” 
Asserting that the Mississippi Valley Barge Line since the 
beginning of its operation has not created one ton of new 
traffic, but has lived as a parasite off of traffic diverted from the app 
railroads, the southern railroads have protested, in Ex Parte 99, per 
application of Mississippi Valley Barge Line Company for 4 the 
certificate of public convenience and necessity to extend opera- wo 
tion over the intracoastal waterway of Louisiana and Texas, rea 
and for joint rates and through routes with rail carriers, against pre 
the grant of the desired certificate. (See Traffic World, Nov. 18, “= 
p. 903.) They also assert that the Commission may not under col 


the law issue a certificate without a hearing and that it may 
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by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment of 
operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

This compilation as to earnings for the first ten months of 1933 
is based on reports from 149 Class I railroads representing a total of 
240,920 miles. 

Gross operating revenues for the first ten months of 1933 totaled 
$2,592,440,961 compared with $2,632,798,757 for the same period in 
1932, a decrease of 1.5 per cent. Operating expenses for the first ten 
months of 1933 amounted to $1,870,412,901 compared with $2,029,808,046 
for the same period in 1932, a decrease of 7.9 per cent. 

Class I railroads in the first ten months of 1933 paid $221,524,606 
in taxes compared with $240,216,100 for the same period in 1932, a 
decrease of 7.8 per cent. For the month of October alone, the tax bill 
of the Class I railroads amounted to $21,370,990, a decrease of $1,900,- 
663 under October, 1932. 


Thirty-five Class I railroads failed to earn expenses and taxes in 
the first ten months of 1933, of which seven were in the Eastern, ten 
in the Southern, and eighteen in the Western District. 

Class I railroads for the month of October alone had a net rail- 
way operating income of $57,264,780, which, for that month was at 
the annual rate of return of 1.71 per cent on their property invest- 
ment. In October last year, their net railway operating income was 
$62,784,037 or 1.87 per cent. Gross operating revenues for the month 
of October amounted to $294,341,594 compared with $295,175,402 in 
October, 1932, a decrease of three-tenths of one per cent. Operating 
expenses in October totaled $204,694,438 compared with $198,057,764 in 
the same month in 1932, an increase of 3.4 per cent. 


Eastern District 


Class I railroads in the Eastern District for the first ten months 
of 1933 had a net railway operating income of $239,951,107, which was 
at the annual rate of return of 2.28 per cent on their property in- 
vestment. For the same period in 1932, their net railway operating 
income was $177,513,542 or 1.69 per cent on their property investment. 
Gross operating revenues of the Class I railroads in the Eastern Dis- 
trict for the first ten months of 1933 totaled $1,327,678,134, a decrease 
of 1.1 per cent below the corresponding period in 1932, while operating 
expenses totaled $925,752,628, a decrease of 7.1 per cent under the 
same period in 1932. ‘ 

Class I railroads in the Eastern District for the month of October 
had a net railway operating income of $27,691,050 compared with 
$32,858,224 in October, 1932. 


Southern District 


Class I railroads in the Southern District for the first ten months 
of 1933 had a net railway operating income of $48,931,139, which was 
at the annual rate of return of 1.77 per cent on their property in- 
vestment. For the same period in 1932, their net railway operating 
income amounted to $16,730,795, which was at the annual rate of re- 
turn of 0.60 per cent on their property investment. Gross operating 
revenues of the Class I railroads in the Southern District for the first 
ten months of 1933 amounted to $325,026,327, an increase of 2.6 per 
cent over the same period in 1932, while operating expenses totaled 
$242,893,949, a decrease of 8.3 per cent. 

Class I railroads in the Southern District for the month of Oc- 
tober had a net railway operating income of $5,336,078 compared with 
$5,500,226 in October, 1932. 


Western District 


Class I railroads in the Western District for the first ten months 
of 1933 had a net railway operating income of $109,356,412 which was 
at the annual rate of return of 1.18 per cent on their property in- 
vestment. For the same ten months of 1932, the railroads in that 
District had a net railway operating income of $66,372,141, which 
was at the annual rate of return of 0.71 per cent on their property 
investment. Gross operating revenues of the Class I railroads in the 
Western District for the first ten months period in 1933 amounted to 
$939,736,500 a decrease of 3.5 per cent under the same period in 1932, 
while operating expenses totaled $701,766,324, a decrease of 8.7 per 
cent compared with the same period in 1932. 

For the month of October alone, the Class I railroads in the 
Western District reported a net railway operating income of $24,- 
237,652. The same roads in October, 1932, had a net railway operating 
income of $24,425,587. 


CLASS IT RAILROADS—UNITED STATES 
Month of October 


Per Cent 
Increase 
or 
1933 1932 Decrease 
Total operating revenues ..... $294,341,594 $295,175,402 0.3 De. 
Total operating expenses ..... 204,694,438 198,057,764 3.4 In. 
Ere 21,370,990 23,271,653 8.2 De. 
Net railway operating income 57,264,780 62,784,037 8.8 De. 
Operating ratio—per cent 69.54 67.10 
Rate of return on _ property 
investment—per cent ..... L774 1.87 
Ten months ended October 31 
Total operating revenues ...$2,592,440,961 $2,632,798,757 1.5 De, 
Total operating expenses ... 1,870,412,901 2,029,808,046 7.9 De. 
I oo We 5 tion erica aeath obec tea 221,524,606 240,216,100 7.8 De. 
Net railway operating in- 
es ae eee 398,238,658 260,616,478 52.8 In. 
Operating ratio—per cent ... 72.15 77.10 
Rate of return on property 
investment—per cent 1.77 1.15 


RAIL RESTRICTIONS ON TRANSIENTS 


Beginning the first of the year the railroads, according to 
Harry L. Hopkins, federal emergency relief administrator, will 
impose stringent restrictions against “hopping freights,” “riding 
rods,” and other methods by which persons use the railroads 
for free transportation. He said the date was set by the rail- 
roads in cooperation with the relief administration, since by 
that time a nation-wide network of approximately 200 centers 
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for the care of the transient unemployed would have been esta, 
lished. There are now 182 such centers situated in 37 staty 
and the District of Columbia. The cooperative action of the 
railroads, said the administrator, would support the relief ad. 
ministration in its program to help the transients to Stabilize 
themselves. The administration has allotted $3,605,500 to % 
states and the District of Columbia for relief of transients. y; 
Hopkins said the program was designed to help the transient 
who took to the highways and railways as the depressio, 
developed, to settle down. 


RELIEF SHIPMENT RATES 


Savings to the federal relief fund of as high as $5,000,099 
may be effected as the result of the railroads agreeing to cany 
at reduced rates surplus commodities transported under the 
program of the Federal Surplus Relief Corporation, according ty 
Harry L. Hopkins, president of that corporation and federg 
emergency relief and civil works administrator. Reviewing the 
situation as to the reduced rates, the federal emergency relief 
administration said: 


The eastern lines, through a special committee of eastern rail. 
road presidents, of which Daniel Willard is chairman, have agreed 
to make reductions effective December 1 as follows: On all merchan. 
dise, other than coal and coke, a reduction of 25 per cent will be 
made from the commercial rates; on coal and coke, a reduction of 
20 per cent will be made. The reductions are subject to a minimum 
of $15 per car for road-haul service and to minimum earnings to be 
based on five mills per ton-mile computed on the basis of -rate-mak-. 
ing distances. 

The western railroads and southeastern railroads, whose rates for 
federal government shipments are already subject to reductions of 
from 35 to 40 per cent from commercial rates under federal land 
grant and bond-aid laws, felt that through these reductions they were 
contributing fairly to the relief program. The eastern lines, except 
in minor instances, are not subject to the federal land-grant or bond- 
aid reductions. 


Mr. Hopkins said that the reductions would result in large 
savings on transportation costs for the Federal Surplus Relief 
Corporation, making more money available for the purchase of 
commodities for the needy. The amount of the saving could not 
be accurately computed in advance, he said, because it was 
not possible to know beforehand what the tonnage of the ship. 
ments would be. He estimated that the savings might run as 
high as $5,000,000. Continuing, he said: 


The cooperation of the railroads in making these reductions is 
a splendid help to the program of the Federal Surplus Relief Cor- 
poration. I have expressed my appreciation to Daniel Willard, chair- 
man of the special committee of eastern presidents, Fred W. Sargent, 
chairman of the special committee of western presidents, and George 
B. Elliot, chairman of the special committee of southeastern presi- 
dents. 

Accomplishment of the two-fold purposes of the Federal Surplus 
Relief Corporation, first to relieve distress, and second, to absorb the 
nation’s surplus commodities, requires that the greatest economy be 
practised in order to reach the many thousands in need. It is recog- 
nized that the carriers in the last few years have suffered reduced 
earnings, as have the people; but the care of helpless and needy 
people is paramount to the matter of earnings. 

By granting a reduction in rates, the carriers are giving impetus 
to the relief of unemployment hardships for which the President and 
the people are so earnestly striving. The removal of surplus products 
to points of consumption will create for the carriers some revenue- 
producing tonnage which would otherwise be lost to them through 
destruction or disintegration of surplus commodities, and also ton- 
nage which will more than cover the out-of-pocket transportation 
cost, at the same time that it contributes to the easing of economic 
strain of the entire nation. 


AIR MAIL SUBSIDY 


Revision of the basis for payment of the air mail subsidy 
to reduce the amount of the subsidy will be urged at the 
coming session of Congress. The objective, according to Chair- 
man Mead, of the House post office committee, is establishment, 
eventually, of a self-supporting air mail system. Many of the 
lines, said he, were economically sound and independent and 
only wanted fair compensation from the government for the 
mail they carried. Increased passenger and express business 
was increasing their revenues and they were not only able but 
eager to break away from the old subsidy form of payment, 
said he. 





AIRCRAFT LANDING FIELDS 

A statement issued this week by Harry L. Hopkins, as 
federal civil works administrator, relative to relieving unem- 
ployment by building or improving airports, indicated that the 
relief administration and the aeronautics branch of the Depart- 
ment of Commerce had had a meeting of minds that was not 
apparent last week. (See Traffic World, Dec. 2, p. 1003.) Mr. 
Hopkins announced approval of 250 representatives of the aero- 
nautics branch as civil works employes to be attached to the 
state civil works administrations throughout the country to 
assist in the approval of airports to be developed as civil works 
projects. Mr. Hopkins said he was keenly interested in improv- 
ing the facilities for air travel. The work is to be done on sites 
which are municipally owned or leased. 
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Doings of the Traffic Clubs 











Herbert V. C. Wade, the new president of the Norfolk- 
portsmouth Traffic Club, was born in Harford County, Mary- 
land, June 25, 1887, the son of a min- 
ister. His early life was spent in 
Yorktown, Va., Vanderbilt, Pa., Wells- 
burg and Welch, W. Va., Uhrichsville 
and Quaker City, Ohio, and Baltimore, 
Md. He completed his education in 
private schooling at Norfolk, Va. In 
1905 he entered the service of the Old 
Dominion Steamship Company and re- 
mained there, except for a short period 
with the N. Y. P. and N. R. R., until 
1911, when he became connected with 
the Virginian Railway in the office of 
the general freight agent. In 1916 he 
was appointed traffic manager of the 
Norfolk Chamber of Commerce and oc- 
cupied that position until 1923 when, on 
the creation of the Norfolk-Portsmouth 
Freight Traffic Commission, he was 
made assistant traffic commissioner. 
He is now assistant director of the Norfolk Port-Traffic Com- 
mission, the present designation of the earlier commission. In 
1929 he was secretary of the Transportation and Public Utility 
Advisory Commission of Virginia, appointed by Governor Byrd. 
He was elected president of the Norfolk-Portsmouth Traffic Club 
Novemebr 16 and will be installed December 14. 





Benjamin A. Everett, the new president of the Traffic Club 
of Tulsa, is local freight agent of the Atchison, Topeka, and 
Santa Fe Railway Company. He was 
born in Buffalo, N. Y., January 27, 1887. 
His first position was messenger for 
the Western Union Company and, later, 
with the Postal Telegraph Company. 
In his spare time he studied telegraphy 
and he started his railroad career with 
the Santa Fe Railway at Girard, Kan- 
sas, as night operator and clerk, May 
19, 1905. He worked in this capacity 
at various stations until December 2, 
1908, when he was appointed agent for 
the company at Copan, Oklahoma. In 
the next eleven years he was agent at 
several stations, each one being a pro- 
motion over the preceding one. May 1, 
1919, he was appointed agent at Tulsa 
Freight Station, which position he now 
holds. He is a member of the System 
Agents’ Committee and of the Associa- 
tion of Practitioners before the Interstate Commerce Commis- 
sion and is an active civic worker. He joined the Traffic Club 
of Tulsa in 1919 and served as secretary in 1927, director for 
1931 and 1932, as vice-president in 1933, and was elected presi- 
dent for 1934. 








The Woman’s Traffic Club of Chicago held its first “mixed” 
dinner at the Palmer House the evening of December 4. The 
“mixed” is accounted for by the fact that men were present, the 
members having invited their “bosses” and several other men 
suests. A number of the “bosses” were present and expressed 
their appreciation of the work the women were doing, both indi- 
vidually and as a club. Miss Ellen J. Raymond, president of 
the club, presided in the early stages of the dinner and intro- 
duced the toastmaster, W. E. Fuller, assistant to the vice-presi- 
dent, C. B. and Q. Railway. The invited guests who spoke were: 
W. D. Beck, president of the Traffic Club of Chicago; Henry A. 
Palmer, editor and manager, The Traffic World; P. S. Hanna, 
editor, Chicago Journal of Commerce; John Duffy, vice-president, 
Lehigh Valley Railway; Tom Wall, general agent, Canadian 
Pacific Railway; and E. H. Randall, vice-president, Junior Traffic 
aan hs Chicago. Miss Golda Luster did two clever character 
sketches. 





There was an attendance of approximately nine hundred at 
the twenty-sixth annual dinner of the Traffic Club of St. Louis 
at the Hotel Jefferson the evening of December 5. Two score 
railroad officials, including the presidents of a half dozen lines, 
were guests of the club, Captain Irving O’Hay, United States 
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Army (retired), humorist and soldier of fortune, was the prin- 
cipal speaker. He was introduced by A. M. Field, president of 
the club. 





J. Helms Hendley, Florida agent, Carolina, Clinchfield and 
Ohio, was unanimously elected president of the Traffic Club of 
Jacksonville at the annual luncheon at the Mayflower Hotel 
December 4. Other officers elected are as follows: Vice-presi- 
dent, H. V. Arnold, vice-president, Arnold Fruit Company; sec- 
retary-treasurer, James R. Cook, B. & O.; board, W. V. Hull, 
Maxwell House Products Company; T. E. Simpson, Texas Com- 
pany, and Fred W. Eansor, Southern Shipping Company. The 
new officers will be installed January 8. A Christmas dinner 
dance will be given December 16. 





The annual dinner of the Traffic Club of New York will be 
held at the Hotel Astor February 21. 





The Traffic Club of the Bronx Board of Trade held its 
regular meeting in the Bushner Building December 8. Through 
the courtesy of Schmidt and Boettcher two films were shown. 





At a meeting of the Traffic Club of Atlanta at the Atlanta 
Athletic Club December 4, W. W. Owens, vice-president, Railway 
Express Agency, was the speaker. There was entertainment. 





The weekly luncheon of the Transportation Club of St. Paul 
was held at the Hotel Lowry December 5. The speaker was 
Lawrence M. Brings, president of the Northwestern School of 
Speech Arts, Minneapolis, whose subject was “Talking to Win.” 
A “turkey party stag” is scheduled for December 11 at the Mid- 
way Club Rooms. 





The monthly meeting of the Junior Traffic Club of Chicago 
was held at the Palmer House December 7. The speaker was 
C. D. Morris, assistant chairman, Western Railways Committee 
on Public Relations. A “get together” supper was served at 
Thayer’s Restaurant before the meeting. A Christmas party will 
be given December 21. There will be bridge, dancing, and a 
turkey raffle. 





The monthly meeting of the Traffic Club of Newark was held 
in the Chamber of Commerce Building December 4. The meet- 
ing was addressed by Benjamin Graham, of Columbia University, 
New York, on “President Roosevelt’s Monetary Policy.” A pro- 
gram of entertainment was presented following the business ses- 
sion. John T. Sasso, president, presided. The annual Christmas 
party will be held at the Elks’ Club December 28. An unusually 
ambitious educational program for the coming year is planned 
by the educational committee. 





“Truck Regulation” was discussed by members of the Min- 
nesota Railroad and Warehouse Commission at a luncheon of 
the Traffic Club of Minneapolis at the Nicollet Hotel December 7. 
There was special music. Donations for the Christmas benefit 
fund for patients of University hospital are being solicited and 
plans are under way for the annual party staged by the club at 
the hospital. F. V. Caesar is general chairman of the committees 
on arrangements. 





Because of illness of the announced speaker, Fred W. Sar- 
gent, president of the Chicago and North Western, a special 
meeting of the Pacific Traffic Association scheduled for Decem- 
ber 6 was cancelled. The next meeting will be December 12 at 
the Palace Hotel, San Francisco, Officers will be elected. 





Elaborate entertainment has been arranged for the Christ- 
mas party of the Women’s Traffic Club of San Francisco at the 
Hotel Canterbury December 14. Dinner will be served and gifts 
distributed. The club is again arranging to distribute Christmas 
boxes to the needy. 





A special “open forum” session will be held by the Traffic 
Club of Chicago in its club rooms at the Palmer House December 
13 to discuss the questionnaire of Coordinator Eastman on com- 
peting forms of transportation. Dinner will be served in the 
club rooms prior to the meeting. 





Dr. W. H. Perkins, chairman of the speakers’ committee of 
the Public Health and Tuberculosis Association of Louisiana, 
spoke at a luncheon meeting of the Traffic Club of New Orleans 
at the Hotel Monteleone December 4. The annual dinner has 
been set for January 6. Officers will be installed. 





Arthur C. Butler, assistant manager, motor truck division, 
National Automobile Chamber of Commerce, will speak on “New 
Facilities Change Transportation Practices” at a meeting of the 








































Women’s Traffic Club of Greater New York at the Fifth Avenue 
Hotel December 12. Dinner will be served and there will be 
entertainment appropriate to the Christmas season. Margaret 
Loesch will sing Christmas carols, accompanied by Wesley 
Morris, baritone, and Edgar Lord, at the piano. Gifts for 
crippled children at the Walter Scott Free Industrial School 
will be received. 


The York Traffic Club will give an “oyster bake,” free to all 
members, at the Manufacturers’ Association Building December 
14. Nominations for office will be presented. The annual ban- 
quet has been set for January 18. David A. Reed, Pennsylvania 


The annual meeting and election of the Traffic Club of New 
England will be held at the Copley-Plaza Hotel December 14. 
Dinner will be served. There will be entertainment and an 
address by Joseph A. Maynard, collector of customs, Port of No. 
Boston. 


The Capital District Traffic Association, Albany, N. Y., has 
decided to apply for membership in the Associated Traffic Clubs 
of America, No. 





The twenty-ninth annual dinner of the Traffic Club of Mil- 
waukee will be held at the Schroeder Hotel January 18. 





OHIO VALLEY BOARD . a 

The tenth annual meeting of the Ohio Valley Shippers’ ay 
visory Board will be held at the Brown Hotel, Louisville, Decem- 
ber 12. Reports of commodity committee chairmen, covering 
anticipated carloadings in the various lines, are expected to be 
of more than usual interest, according to the announcement. 
This particularly refers to those dealing with the banking and 
agricultural situations, it is stated. Officers will be elected and 
reports will be submitted by various special committees. W. J. 
McGarry, manager of the car service division, American Railway jo 
Association, Washington, D. C., will briefly discuss the general 
transportation situation and conditions local to the board will 
be reviewed by W. E. Callahan, district manager, car service 
division. 

There will be a luncheon arranged by the Transportation 
Club of Louisville, at which Dr. C. S. Duncan, economist, Asso- 
ciation of Railway Executives, will speak on “Transportation 
and Government.” 

The annual banquet of the Transportation Club of Louis- No, 
ville will be held the evening before the board meeting, Decem- 
ber 11. The principal speaker will be F. M. Sackett, former 
United States senator and ambassador to Germany. 











ALLEGHENY ADVISORY BOARD 


The seventh annual meeting of the Allegheny Regional Ad- 
visory Board will be held at the Hotel Schenley, Pittsburgh, 
Pa., December 14. A number of timely subjects are on the pro- 
gram, in addition to the reports of commodity committees wo 
estimating carloadings in the territory for the first quarter of 
next year and reports of railroad representatives as to condi- 
tion of equipment and preparations for new business. 

Report of a committee appointed to consider expansion 
of the board activities will be made by A. R. Kennedy, chair- 
man of the committee, and A. J. Sevin, general traffic manager, 
Pittsburgh Plate Glass Company, will be in charge of discussion 
of the questionnaire on regulation of competing forms of trans- 
portation issued by Coordinator Eastman. There will also be 
discussion of the recently inaugurated store-door service of the 
eastern railroads and of expansion of the Pittsburgh switching 
district. 

General transportation conditions throughout the country 
will be reviewed by W. J. McGarry, manager of the car service 
division, American Railway Association, Washington, D. C. 
Luncheon will be served at noon, at which John J. Cornwell, 
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December 14. Mayor Charles Brown will make the address of ber 
welcome, and general transportation conditions will be out- 






ican Railway Association. Coordination of transportation will for 
be the subject of a brief address by J. E. Hutchinson, western 
regional direction on the staff of Coordinator Eastman. H. B. as 
Thompson, general attorney, O. S. L., will speak on the need 
for regulation of all competing forms of transportation. Plans 942 
of the farm credit administration for financing agriculture will 
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No. 


senator, will be the speaker. No. 





Digest of New Complaints 





rr Sub. 5. Hughes-Coyner Fuel Co., Waynesboro, Va., vs, ¢ 


Unreasonable rates and charges, coal, mines in New River dig. 
trict on C. & O. to Waynesboro, Va. Asks cease and desist orde 
and reparation (G. H. Branaman, Waynesboro, Va., and Wilby; 
La Roe, Jr., and Frederick E. Brown, Investment Bldg., Washing. 
ton, D. C., attys.) 


~— A. N. Christenson et al., Limon, Colo., vs. A. T. & S, 7 
et al. 

Unreasonable rates, petroleum products, including low grad 
oils, points in Kan. and Okla. to points in Colo. Ask rates anj 
reparation. (George H. Kinney, 701 Security Bldg., Kansas City. 
Mo., atty.) i 
26282. Jay D. Weil, Lexington, Ky., vs. Pennsylvania et al. 

Charges in violation sections 1 and 3, steers, West Point, Miss, 
to Brooklyn, N. Y., reconsigned to Jersey City, N. J. Alleges 
Montgomery and Birmingham, Ala., preferred. Asks charges an 
reparation. (George E. Morcroft, T. M., 212 Fruit Exchange Bldg, 
Pittsburgh, Pa.) 


26283. Motor Truck Club of Massachusetts, Inc., Boston, Mags, 
vs. Boston & Maine. 


Alleges unfair and cut-throat competition on part of Boston ¢ 
Maine and/or its subsidiary and instrumentality, the Boston ¢ 
Maine Transportation Co., in violation of first three sections of 
the act, by reason of defendants store-door or door-to-door serv. 
ice, which it is alleged is accorded to a favored number of locali- 
ties, shippers and commodities, and is denied to competing lo- 
calities, shippers and commodities. Alleges further that where 
said service is granted that rates prescribed as being reasonable 
maximum rates for a strictly rail movement, the extension of the 
rail rates to store-door or door-to-door transportation has been 
solely for the purpose of driving out of business those engaged 
in the teaming, drayage, and motor-trucking business. Charges 
that service assailed is performed at less than compensatory 
rates and charges. Asks cease and desist order, and reasonable, 
just and otherwise lawful and proper rates and charges on the 
store-door or door-to-door service. (Eli C. Benway, manager 
and practitioner, 80 Federal St., Boston, Mass.) 


. 26284. Pet Milk Co., St. Louis, Mo., vs. Pennsylvania et al. 


Rates in violation sections 1, 3 and 4, evaporated milk, Green- 
ville, Ill., to St. Louis, Mo. Asks reparation. (R. E. French, T. 
M., Arcade Blidg., St. Louis, Mo.) 


No. 26285. Thomas Keery Co., Inc., et al., Hancock, N. Y., vs. N. Y. 


O. & W. et al. 

Unreasonable rates and charges, methanol, points in Pa and 
N. Y. to Cadosia, N. Y., and refined methanol from Cadosia to 
points in Official Classification territory. Asks rates and repara- 
Dee) D. Geoghegan, 614 Transportation Bldg., Washington, 
26287. New York Dock Railway vs. Erie Railroad Co. 

Attacks door-to-door service of defendant as provided in Erie's 
I. C. C. 19181, covering L. C. L. and any quantity freight rated 
Classes 1 to 5, which may be shipped in either direction between 
the New York Terminal District, on the one hand, and origins or 
destinations on the Erie, on the other, and also as provided in 
supplement No. 1 to said tariff, adding designated stations, as in 
violation of section 3 of the act. No station on railroad of com- 
plainant designated in tariff. Discrimination against complainant 
alleged. Asks for suspension of the supplement and cease and 
ot) order. (Chas. Cotterill, solicitor, 70 E. 45th St., New York, 


26286. Wilbur L. Cross, governor of Massachusetts, and governors 
of other New England states, ask the Commission to investigate 
the holdings, directly and indirectly, by the Pennsylvania Railroad 
Co., the Pennroad Corporation ang by any and all other subsidi- 
aries, affiliates or instrumentalities of the Pennsylvania Railroad 
of the shares of the Boston & Maine and New York, New Haven & 
Hartford for the purpose of determining whether such holdings 
has the effect of subjecting the two New England railroads to 
control of the Pennsylvania or the lessening substantially compe- 
tition between the New England railroads or either of them, on 
the one hand, and the Pennsylvania, on the other; further, the 
holding of the share capital has the effect of closing or impariing 
the usefulness of existing routes and channels of trade. Ask that 
the Commission restrict the exercise of the voting power of the 
Pennsylvania and the Pennroad Corporation with respect to the 
stock of the New England railroads. (Bentley W. Warren, counsel, 
30 State St., Boston, Mass.) 


RAIL INCOME STATISTICS 
The deficit in net income of Class I railroads declined from 


general counsel, B. & O., will be the speaker. $164,283,471 for the first nine months of 1932 to $39,296,496 for 


first nine months of this year, according to the Commis- 


CENTRAL WESTERN BOARD sion’s monthly statement on selected income and balance-sheet 
Discussion of a variety of current transportation topics is items of the roads. 


For September this year the railroads had a net income 


Central Western Shippers’ Advisory Board, at Pocatello, Idaho, of $16,791,298 as against a net income of $6,637,459 in Septem- 


last year. 
“Net income” is obtained after deductions from total in- 


lined by L. M. Betts, manager of the car service division, Amer- come, including net railway operating income, have been made 


interest, rent for leased roads and “other deductions.” 

Total current assets as of September 30 were $1,043,513,338 
against $1,031,489,023 at the end of September a year ago. 
Total current liabilities as of September 30 were $1,160,740,- 
as against $999,051,696 at the end of September last year. 
Funded debt maturing within six months, at the end of 


be discussed by R. E. Shepherd, chairman of the board, Spokane September, totaled $119,668,675 as against $162,364,827 at the 
Federal Land Bank. end of September a vear ago. 
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— HE mention of Christmas dinner, like | and rushed to you by The Nomad or The 
4 the mention of Santa Claus, suggests Caravan, fast N. & W. trains. The perisha- 
something of the mysterious. And there ble things—celery, fruits and vegetables 

e's is something mysterious about a Christmas —traveled swiftly from the Southland in 
en dinner. The four corners of the earth are modern refrigerator cars. Your turkey or 
in represented at the Yuletide feast. It isthe chicken, too, had their own cars, and all the 
n- result of the labors of innumerable workers = meats required special handling. 

a separated by hundreds and thousands of The Norfolk and Western system of hand- 
. miles — brought together in that vast area _ ling foods for your Christmas dinner is as near 
te between the Virginia Seacoast and the Mid- _ perfect as almost a century of careful plan- 
; west by Precision Transportation—or Nor- _ ning and studying and millions of dollars of 
: folk and Western merchandise freightservice. investment in facilities can make it. 

0 The table and chairs came to you in There is a Norfolk & Western repre- 
especially constructed N. & W. furniture sentative near you who will welcome an op- 
cars. The spices, tea and coffee were un- _ portunity to tell you in detail how Precision 


loaded at the Norfolk and Western Piers, | Transportation will bring you your Christ- 
at Lambert Point (Norfolk), Va., perhaps, mas dinner. Call him. 


NORFOLK AND WESTERN 
RAILWAY 
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Personal Notes 


A. M. Harris, division freight and passenger agent, Mis- 
souri Pacific Lines, at Monroe, La., has been promoted to the 
newly-created position of assistant general freight and passenger 
agent at Lake Charles, La., according to an announcement by 
C. E. Perkins, vice president in charge of traffic. E. E. Gibson, 
division freight and passenger agent at Lake Charles, is named 
special representative and his headquarters will remain at Lake 
Charles. The new position at Lake Charles was created because 
of the growing importance of Lake Charles as a port, the an- 
nouncement said. E. G. Waring, general agent for the Missouri 
Pacific at Oklahoma City, will succeed Mr. Harris at Monroe, 
while V. C. Fagan, commercial agent at Memphis, will succeed 
Mr. Waring. J. J. Mulholland, Jr., traffic representative at Tulsa, 
Okla., is being promoted to succeed Mr. Fagan as commercial 
agent.at Memphis. Mr. Perkins also announced that J. R. Manes, 
perishable freight agent at Los Angeles, Cal., has been appointed 
district manager of perishable service for the Missouri Pacific 
Lines, with headquarters at Los Angeles, replacing F. H. Harden, 
who has been named special representative because of ill health. 

George E. Emery has been appointed general agent, At- 
lantic and Gulf Forwarding Company, at Houston, Tex. 

H. C. Murphy has been appointed superintendent of safety, 
Burlington, with headquarters at Chicago, succeeding T. E. 
Pratt, who continues as chief special agent. 

The Alaska Steamship Company ‘has announced the follow- 
ing appointments: J. D. Nelson, general freight agent, Seattle; 
H. N. Peterson, general passenger agent, Seattle, and Art Stew- 
art, assistant general passenger agent, San Francisco. 

A general central agency has been opened in Chicago by 
the Philadelphia and Norfolk Steamship Company, with A. W. B. 
Drothring, general central agent, in charge. 

W. W. Baum has been appointed assistant traffic manager, 
Litchfield and Madison Railway, with headquarters in Chicago. 
Alfred B. Smith has been appointed general agent in Chicago, 
succeeding Mr. Baum. 

F. Barron Grier, president of the Charleston and Western 
Carolina Railroad and formerly vice president and general coun- 
sel of the Atlantic Coast Line, died in a hospital at Columbia, 
S. C., December 2. He was sixty-three years old and made his 
home in Greenwood, S. C. 

Samuel O. Dunn, editor of the Railway Age and chairman 
of the Simmons-Boardman Publishing Company, addressed the 
Railway General Agents’ Association of Chicago December 6. 
He declared that more experimentation was being done by the 
railroads and equipment manufacturers than ever before in an 
effort to stimulate sale of railway service. 

After many years of service, C. W. Galligan, chairman and 
publishing agent, Illinois Freight Association, has been relieved 
of active duty. He will continue to serve the organization in 
an advisory capacity. R. A. Sperry has been appointed chair- 
man and publishing agent. 

Edwin M. Rine, vice president and general manager, Lacka- 
wanna Railroad, New York, has announced his intention to 
retire from active service at the end of the year. He plans an 
extended vacation after nearly thirty-five years of service with 
the Lackawanna. He was appointed to his present position in 
1917. 


CHICAGO TRAFFIC COUNCIL 


Action of its special committee in placing a proposal for 
a dunnage allowance of five hundred pounds, the same that 
applies in connection with open-top equipment, in connection 
with box car shipments on the docket of the Consolidated 
Freight Classification Committee was approved at the monthly 
meeting of the Industrial Traffic Council of the Chicago Asso- 
ciation of Commerce December 6. It was reported that the 
subject would be considered at the next hearing held by the 
classification committee and that the council would be repre- 
sented at that hearing. 

The major portion of the meeting was devoted to general 
discussion of recent transportation developments, such as es- 
tablishment of store-door pickup and delivery by the eastern 
railroads, and to routine business. Under the latter head, a 
committee on committees was appointed to select chairmen of 
the committees to serve next year. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 


The Traffic World 


Questions and Answers 


N this column will be answered questions of both legal and prac 
nature that confront persons dealing with traffic. A specialist on inte, 
state commerce law, who is a member of our legal department, wil] give 
his opinion in answer to any simple question relating to the law of interstaty 
transportation of freight. trafic man of long experience and wide 
edge will answer questions ——, © practical traffic agg ag We do no 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves, 
situation too — for the kind of investigation herein contemplated. If, 
more comprehensive answer to a question is Sesiee than is thought proper fo 
this column, the department will answer it by letter for a reasonable ch 
No attention will be paid to anonymous communications or questiog 
from non subscribers. 
Address Questions and Answers D 


artment, 
Traffic Service Corporation, Mills Building, 


ashington, D. C. 
DOO BOO GOO Oreo Orroroo eer Or DOH O OOOO ee rians, 


Classification Rules—Application of Rule 5 Penalty Charges ty 
Shipments Carried at Any Quantity Ratings 


Illinois. —Question: The question has often been raised as 
to just what penalties as provided in Rule 5 of the Consolidateq 
Classification should apply on commodities moving on any quan. 
tity ratings, that is to say, whether the 20 per cent on less than 
carload or the 10 per cent on carload. 

The carriers seem to contend that the 20 per cent penalty 
provided on less than carload shipments should also apply op 
any quantity ratings regardless of the amount shipped, while 
the writer feels that in the absence of a specific rule in the 
classification the conditions and circumstances surrounding the 
shipment predicated upon the furnishing of a car at industries, 
loading by the shipper, sealing the car and tendering it as car. 
load traffic regardless of the amount loaded therein, as against 
delivering the shipment to the local freight station (the ordi- 
nary manner of handling less than carload freight) should be 
the controlling factor to determine which of the two penalties 
apply. 

We cannot find any authority whatsoever and would appre- 
ciate your quoting us your view supported by such authority as 
you can locate. 

Answer: The penalties of Rule 5 apply to “Carloads” and 
“Less Carloads.” We find nothing in the classification nor the 
Commission’s decisions which defines a carload as a shipment 
that is charged a “carload” or “C. L.” rating; neither do we 
find that the definition of a “less carload” is a shipment that 
is charged an “L. C. L.” rating. Rule 15 of the classification 
clearly shows, we think, that a carload shipment sometimes may 
be charged an “L. C. L.” rating, and a less carload shipment may 
be charged a “C, L.” rating. We find nothing in the classifica- 
tion which prevents a shipment moving at an any-quantity 
rating from being a carload or a less carload shipment. Our 
view is there is no more authority for applying the 20 per cent 
penalty to all “any-quantity” shipments than there is for apply- 
ing the 10 per cent penalty to all such shipments. We further 
think, that unless extrinsic evidence be admitted for showing 
that a particular shipment, carried at an any-quantity rating, 
is a carload or a less than carload, for determining its place in 
the Rule 5 penalties, there is no penalty rule attaching to such 
shipment, and no basis for rates on a shipment thus accepted 
and transported but which does not conform to the classification 
requirements. It would be subject strictly to Section 2 of Rule 
5, Which states such shipments will not be accepted for trans- 
portation. 


The fact that the Classification Rules state when an any- 
quantity, a carload, or less carload, rating shall be applied, is 
not conclusive as to whether a particular shipment is a car- 
load or less carload. Our view is that it necessarily has to 
be one or the other, and that it is a question of fact, not tariff, 
always, as to when one or the other kind of shipment has been 
made in a particular case. This depends upon the nature of 
the undertaking, the circumstances of loading, receiving, kind 
of service contemplated, the service rendered by the carrier, 
etc.; in other words, whether, from the facts surrounding the 
making, transportation and delivery of the shipment, the car- 
rier’s agent and the shipper had in mind one kind of shipment 
or the other kind. One may order a car, have it placed on 
his private siding, load 100 pounds in it, bill the car to des- 
tination, the consignee unloading, the shipper monopolizing all 
the space in the car, etc., and will receive carload service. 
The fact that he will pay a carload rate is only’ the result 
of the nature of the shipment. There are various decisions 
by the Commission which determine whether as a matter 
of fact a certain shipment was a carload shipment or a less 
carload shipment. We think the reasoning used in such cases 
should apply here. The Classification does not define a carload 
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nor a less carload. 

case. 

Liability of Agent for Freight Charges on Shipments Diverted 
or Milled in Transit After Arrival at Original Destination 
New Jersey.—Question: Our form of “Notice of Agency 

and Lack of Beneficial Title” provides as follows: 


It is, therefore, a question of fact in each 


To Agent of R. R. You are hereby given notice, as de- 
livering carrier, pursuant to the provisions of amended paragraph 
(2) of Section 3 of the Interstate Commerce Act... that as to car 

. containing ... (shipped) (diverted) . .. (reconsigned) ... on 

.. (date) from... (origin) . ..to the undersigned at... (destina- 
tion), we are agents only and have no beneficial title in the property 
contained in the car. 


Where we indicate on this form that the car is to be diverted 
or reconsigned, our form also provides that we shall insert the 
name of the beneficial owner of the property. If we file this 
form upon arrival of certain goods at Newark which we handle 
on consignment and then forward the goods on to another des- 
tination on another carrier, would this form eliminate us from 
the liability of any undercharges? If we had milled these 
goods in transit at Newark and then forwarded the goods to 
another destination on another carrier, would the form still 
hold the same effect? 

Answer: Apparently your question in substance is whether 
your notice of lack of beneficial title filed with the reconsign- 
‘ing carrier serves also to notify the actual delivering carrier, 
so that the latter may not proceed against you for any charges 
not collected at destination. Not being aware of any decision 
by the courts on this point, our view is that on diverted .or 
reconsigned shipments, notice must be conveyed to the actual 
delivering carrier that you are acting only as agent, giving it 
the name of the beneficial owner prior to final delivery of 
shipment. Paragraph 2, Section 3 of the Act, in laying down 
the rule does not state which carrier shall be deemed the de- 
livering carrier in case of diverted or reconsigned shipments, 
but as diversions and reconsignments must be effected prior to 
delivery at original billed destination, our opinion is that the 
carrier actually making delivery is the delivering carrier within 
the meaning of this provision. As such, it is the carrier en- 
titled to the notice of the agency and information as to bene- 
ficial owner. Where such notice is given it, the delivering 
carrier may not recover undercharges from the reconsignor but 
must look to the beneficial owner or ultimate consignee. The 
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beneficial owner is made liable for such undercharges irrespec. 
tive of provisions in bills of lading or contracts of sale to the 
contrary. 


We think the same construction of the statute will also 
apply to shipments milled in transit at the original billeg 
destination. However, in view of there having been an actual 
delivery of the goods at the transit point, the notice of agency 
should be filed with the carrier agent at that point prior to 
delivery to guard against undercharges on the inbound move. 
ment; then when the product is shipped from transit point to 
transit destination, we believe it is necessary to give the desti- 
nation carrier notice of the beneficial owner because upon reship. 
ment under the terms of the transit tariff, what was at first a 
local shipment to the transit point has been converted into a 
reconsignment. The intendment of the entire rule seems to be 
that to avoid making himself liable for undercharges, an agent 
must notify all carriers which have a duty to collect charges 
of his agency relationship and lack of beneficial title in the goods, 
and if the destination is changed, to avoid his being held as a 
consignor, reconsignor or reshipper with whom the contract of 
reshipment was made, he must reveal the name of the beneficial 
owner. 


Of interest in this connection is the case of B. & O. R. R. 
vs. Johnson-Battle Lumber Co., 141 S. E. 678. A car of lumber 
originating in Georgia was consigned to the Bethesda Lumber 
Co., Bethesda, Md., via the B. & O. R. R. The consignee recon. 
signed to Johnson-Battle Lumber Co., Cape Charles, Va., on the 
Pennsylvania R. R. Johnson-Battle Lumber Co. reconsigned 
car to Langdon, D. C., on the B. & O. R. R. Both reconsignors 
were acting as agent of the Georgia beneficial owner. The court 
held that because the B. & O. should have deducted from the 
facts surrounding the handling of the shipment that the recon- 
signors were agents of the Georgia shipper, Johnson-Battle 
Lumber Co. could not be held for the undercharge. The court 
stated, however, that, “Where a person would relieve himself 
from personal liability on the ground of such agency, he or. 
dinarily has the burden of proving both the fact of agency as 
well as knowledge thereof by the opposite party.” 


Classification Rules—Mixed Carload Shipments Under Rule 10 


Ohio.—Question: We would appreciate your opinion on the 
following, in connection with a carload shipment to Chicago, IIl., 
consisting of 11,208 pounds of steel shelving, K. D. F., and 
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UNITED FRUIT COMPANY 


GREAT 
WHITE 
FLEET 


Shipper Said: Regular Freight and Passenger Service 


About merchandise bound for the Orient, BETWEEN 


“Why should I worry how it goes, just so New Y. ‘ New Orl B t and S F e 


it arrives?” But, indeed, Oriental buyers 

are today as exacting as American buyers. 

When they order merchandise WHETHER AND 

OR NOT THEY SPECIFY THE ROUTE, 

they expect their shipment in the shortest pos- C I} J . P Col | ia, C t Ri 


sible time. They will appreciate your courtesy 


if you ship VIA SEATTLE and the American G t ] H j B iti " H duras, 


Mail Line to all Oriental ports. You'll save 


them time. Mexico, Nicaragua, Salvador. 


An American Mail Line President liner sails 
from Seattle every other Saturday; one arrives Weekly service with transshipment at Cristobal (Canal 


in Seattle every other Tuesday. Service aug- 
mented by fleet of fast cargo liners to ports of Zone) to West Coast Ports of Central America, South 
apan, China and the Philippines. Depend on the America and Mexico at differential rates. Through 


merican Mail Line. bills of ladi all i 
For information, apply desk No. 6 - i a. 
Shipments to El Salvador handled expedi- 


21 West Street 1 
1714 Dime Bank Bldg tiously via Puerto Barrios, Guatemala and the 


110 So. Dearborn St : ? 
Union Trust Bldg. Arcade International Railways of Central America. 


apni Freight Office ; For R end Other In fo ton Adress: 
740 Stuart Building Seattle 
FREIGHT TRAFFIC DEPARTMENT 


AMERICAN i 2 i 


821 St. Charles St., 


MAIL LINE eee ae 


76 offices in 22 countries at your service 


Gateway// 


Via PEORIA 
Hours and Dollars 
are Saved 


Freight travelling across the country 
often loses precious hours at transfer 
points. 

At Peoria, where fourteen trunk lines 
meet, the transfer of through freight, 
via P. & P. U. Ry., is only a matter of 
few hours. 


To save time and money ship 


Via P. & P. U. Ry., and PEORIA 


Switching Service Between: 


Coerta & frite Union Ry. Co. iinois Central 

ion Hi. KR. Ilinols Terminal R. R. System 

Atchison, Topeka & Santa Fe 

Chicago & North Western Inland Waterways Corporation 

Chicago, Burlington & Quincy Minneapolis & St. Louls 

Chicago & Illinols Midland New York, Chicago & St. Louis 

Chicago, Rook Island & Pacific Pennsylvania Railroad 

Cleve., Cin., Chi. & St. Louis Peoria Terminal Rallroad 
(Peoria & Eastern) Toledo, Peoria & Western 


Address E. F. STOCK, Traffic Manager 


PEORIA anv PEKIN UNION 
RAILWAY COMPANY 


Inquiries Solicited. Union Station, PEORIA, ILL. 











The 
SANTA FE - 


Seventy-five thousand tons, and more, of 
freight—from the Eastern and Central 
States—daily moves westward over Santa 
Fe Rails for the markets of West, South- 
west and Pacific Coast. A like amount 
moves eastward from the factories, 
ranches, farms and orchards of the West. 


It travels, in many cases in cars especially 
built for the commodity, over the 
smoothest highway man has ever built. 
Santa Fe's thirteen thousand miles of 
double tracks of heavy duty rails network 
the Southwest. Every mile of road has 
its automatic devices to keep freight— 
and passengers—moving swiftly and safely. 


And men, grown up with the Santa Fe, 
whose law is the tradition of Santa Fe 
Service, handle, watch over, and trans- 
port the freight on its journey. 


So, we say 








Ship Via 


SANTA FE 


One Line—On Time—Alll the Way 


The Santa Fe has cut its rail fares, between all points 
west of Chicago, from 16-24% to as much as 44-2/5;%, 
and has eliminated surcharge in Pullmans—reducing * 
Pullman cost 33-14%. 
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23,105 pounds of sheet steel, with 200 pounds of blocking, making 
a total weight of 34,513 pounds. 

Steel shelving, K. D. F., is carried carried in Consolidates 
Freight Classification No. 8, page 231, Item 12, at a carloaj 
rating of fifth class, with a minimum carload weight of 36,00) 
pounds, while sheet steel is carried on page 277, Item 12, at, 
carload rate of fifth class, minimum carload weight 36,000 pounds, 
However, is is published a special carload rate on sheet stee| 
to Chicago of 31 cents per hundred pounds, minimum Carloaj 
weight 40,000 pounds, which does not alternate with the classi. 
fication basis. We were wondering whether or not in a mixed 
carload of this character in using classification Rule 10 it woul 
be necessary to use the special commodity basis on sheet steel, 
which would result in a fifth class rate with a 40,000 pounds 
minimum, or whether we could use the classification basis, which 
would result in a fifth class rate with a 36,000 pounds minimun. 

Answer: In our opinion it is necessary to use the 5th class 
rate and the commodity minimum of 40,000 pounds. Rule 38 ot 
the Classification provides that the establishment of a con. 
modity rate removes the application of the class rate on the 
same articles between the same points, etc. In straight car. 
loads, therefore, the 5th class rate and 36,000 pounds minimum 
were removed from the field in so far as this particular traffic 
is concerned, when the commodity rate and minimum were es. 
tablished. The effect was the same, in our opinion, as if Item 12, 
page 277 of the Classification, covering sheet steel had carried a 
note stating: “Will not apply from Youngstown, Ohio, to Chi- 
cago, Ill.; use commodity rate in carriers’ tariffs.” Then too, 
Rule 10, Section 1, provides: 


Except as otherwise provided, when a number of different articles, 
for which carlcad ratings or rates are provided, are shipped at one 
time by one consignor to one consignee and destination, in a carload, 
they will be charged at the carload rate applicable to the highest 
classed or rated article, and the carload minimum weight will be the 
highest provided for any of the articles in the carload. 


Inasmuch as it is necessary to use on the mixture the car. 
load rate applicable to the highest classed or rated article, we 
have to use the rate applicable to shelving, or 5th class, the 
rate applicable to sheet steel being lower. Also, as it is neces- 
sary to use the minimum weight that is the highest provided for 
any of the articles, the commodity minimum on sheet steel must 
be used, it being higher than the minimum weight applicable to 
shelving. 





AIR CONDITIONED TRAINS 


All through passenger trains on the Pennsylvania Railroad 
will be air-conditioned next summer, according to an announce: 
ment made by D. M. Sheaffer, chief of passenger transportation. 
Work of installing machinery and appliances in the additional 
cars required for this service has just been started. 

Last summer, for the first time, all of the hourly trains 
between New York and Philadelphia on the Pennsylvania Rail- 
road, as well as its through trains between New York, Philadel- 
phia and Washington, carried air-conditioned coaches, dining 
cars and parlor cars. Now their use will be extended to the 
main line service for all of the through trains between the 
principal cities of the east and west. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
November 1-14, inclusive, was 418,476 as compared with 385,137 
cars in the preceding period, according to the car service divi- 
sion of the American Railway Association. It was made up as 
follows: 

Box, 197,702; ventilated box, 1,067; auto and furniture, 42,840; 
total box, 241,609; flat, 16,071; gondola, 79,126; hopper, 50,549; total 
coal, 129,975; coke, 579; S. D. stock, 16,850; D. D. stock, 2,638; re- 
frigerator, 9,350; tank, 623; miscellaneous, 781. 

Canadian roads reported a surplus of 29,210 cars, made up 
of 26,500 box, 885 ventilated box, 975 flat, 275 refrigerator and 
575 miscellaneous cars. 


RAILROAD EMPLOYMENT 


Class I railroads the middle of November had 997,502 em- 
ployes, an increase of eight-hundredths of one per cent over the 
employment for November last year, according to compilations 
made by the Bureau of Statistics of the Commission. In Octo- 
ber this year the employment totaled 1,023,204. The peak em- 
ployment in the year under consideration occurred in September 
this year, when the total reached 1,030,215. By groups of em- 
ployes the figures showed the following for November: Execu- 
tives, officials and staff assistants, 12,074, a decrease of 6.03 
per cent compared with November last year; professional, cler- 
ical and general, 163,873, a decrease of 4.79 per cent; mainte- 
nance of way and structures, 198,614, a decrease of 1.44 per 
cent; maintenance of equipment and stores, 275,583, an increase 
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Convenient, Accurate 


HARTMAN’S CHICAGO GUIDE 


Freight, Parcel Post and Express Rates 
(Percentage Rate Tables) 


Between Chicago and Stations in 
United States and Canada 


$10.00 per year 
732 Federal St., Chicago 
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TOSSCeeeeeeeeaeeseeeeeeeesee 


We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Bindery 4. 


350-354 West Erie Street 





Low Rates 


REAL 
SALARY 
INCREASES 


How men in routine traffic work have increased 
their earning power through expert training. 


Every traffic employee today should 
realize that Tr: Management — as 
practiced by men of thorough training— 
offers very substantial opportunities. The 
TrafficManager whois really skilledin the 
technique of his profession commands a 
large salary and high standing in his com- 
pany because his work affects vitally the 
most intimate elements of the business. 

Upon him depends the flow of produc- 
tion and distribution. Through lowered 
costs, prevention of losses, better pack- 
ing, quicker deliveries, and in scores of 
other ways he effects enormous savings 
forhis employer. He is consulted on loca- 
tion of branches, warehouses, new plants, 


LaSalle Extension University, Dept. 1295-TA, Chicago, Ill 





REG. 






8S. Michigan Ave., Chicago 


Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


AILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 


Quick Dispatch 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


OY 


U.S. PAT. OFF. & 





Thru Package Cars 





TRAINED 
TRAFFIC 
MEN 


and additional sources of raw material. 
His intelligent handling of cases before 
the Interstate Commerce Commission 
often results in economies for his em- 
ployer running into the tens of thousands 
of dollars. Our interesting 64-page book, 
“Opportunities In Traffic Management,”’ 
tells the complete story. Every traffic 
or railroad employee should read this 
book. Send for it today. Learn how 
LaSalle home-study training in Traffic 
Management has helped many men up to 
the bigger-pay traffic positions. Write 
us today for all the facts. Your inquiry 
will not obligate you in the slightest. 
Address 


FOR PROTECTION AGAINST 
SHIPPING DAMAGES—USE 


ak 


FOREIGN COUNTRIES 


Crepe Wadding 


Comes in rolls, sheets, pads to fit any 
need—write for samples and prices. 
KIMBERLY-CLARK CORP. 


Address nearest sales office: 
122 E. 42nd St. 
510 W. Sixth St., Los Angeles, Cali 





’ New York City 























































NEW YORK TO OR FROM 


3 NEW ELECTRIC LINERS 


ALL 33,000 TONS IN SIZE 


S.S. CALIFORNIA S.S. VIRGINIA 
S. S. PENNSYLVANIA 


Itinerary: New York-Havana-Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 18 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates 
Westbound Eastbound 
from New York SromSanFrancisco—*Los Angeles 
Pennsylvania. Dec. 23; Feb. 3 California . . Dec. 16; Jan. 27 
California . . Jan. 6; Feb. 17 Virginia . . . Dec. 30; Feb. 10 
Virginia . . . Jan. 20; Mar. 3 Pennsylvania. Jan. 13; Feb. 24 
and fortnightly thereafter 
*from Los Angeles 2nd day following 


fonama facifie line 


ALL NEW STEAMERS + 


INTERNATIONAL MERCANTILE MARINE COMPANY 
Cleveland, 1000 Huron Boad 
Broadway, 


(West 33rd St.) Tel. CHelsea 38-6760 New York City 
Chicage, orth A Tel. Digby 4-5800 

Detreit, Siechtngten Bivd. Boston, 84 State Street 
Philadelphia, 1616 Walnut Street Baltimore, Baltimore Trust Bidg. 
Pittsburgh, Arcade, Union 


Trust Bidg Los Angeles, 548 8. Spring St. 
St. San Diego, 1030 Fourth St. 


MOOREMACK GULF LINES 


WEEKLY SAILINGS 


From BOSTON and PHILADELPHIA to TAMPA, NEW ORLEANS and MOBILE 
and vice versa. 

From BALTIMORE to NEW ORLEANS end MOBILE direct of transhipment 
at PHILADELPHIA and vice versa. 

Between NEW ORLEANS and TAMPA 


MOORE and McCORMACK, Inc., Agents 
For rates end ether information, apply te the nearest of these offices: 
NEW YORK, 5 Broadway NEW ORLEANS, Canal Bank Bidg. 
PHILADELPHIA, Bourse Bidg. DETROIT, Industriel Bank Bidg. 


BALTIMORE, Seaboard Bids. CHICAGO, 503 Marquette Bidg. 

TAMPA, Stovall Prof. Bidg. MEMPHIS, Cotton Exchange Bidg. 

MOBILE, Mesher Bidg. PITTSBURGH, Oliver Bldg. 

BOSTON, Pier 40, Hoosac BATON ROUGE, 1758 Government St. 
Docks, Charlestown ST. LOUIS, Rellway Exchange Bidg. 







QUAKER LINE 


Regular Intercoastal Service 






Between 
New York, Albany, Philadelphia, Norfolk, Baltimore 
and 
Cristobal (Canal Zone), San Diego, 





Los Angeles, San Francisco, Oakland, 
Alameda, Portland, Seattle and Tacoma 


For Rates, Schedules and other particulars apply 


QUAKER LINE 










17 Battery Place, New York 
ALBANY—D & H Building CHICAGO—327 So. La Salle St. 
PHIL ADELPHI A—The Bourse PITTSBURGH—Gulf —— 
NORFOLK—111 E, Plume Street DETROIT—General Motors Bidg. 








DAYTON, OHIO—18 Riverdale St. 


BALTIMORE—Keyser Buiiding 
Street EASTON, PA.—Drake Building 


BOSTON—33 Broad 
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of fifty-five one-hundredths of one per cent; transportation 
(other than train, engine and yard), 123,569, a decrease of 3 
per cent; transportation (yardmasters, switchtenders and 
hostlers), 12,177, a decrease of 3.32 per cent; and transporta- 
tion (train and engine service), 211,612, an increase of 7.86 
per cent. 


Docket of the Commission 


NOTE—IiItems In the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
— will not bear asterisks when they do appear. Cancellations 

d postponements announced too late to show the change in thie 
Docket will be noted elsewhere. 


December 11—Oklahoma City, Okla.—Examiner Mattingly: 
7000, Part 3—Rate Structure Investigation, cotton (and cases 
grouped therewith). 
December 11—Washington, D. C.—Examiner Weems: 
26191—Montana Horse Products Co. vs. A. A. R. R. et al. 
26190—Montana Horse Products Co. vs. A. T. & S. F. Ry. et al. 


December 11—St. Louis, Mo.—Examiner Johnson: 
26010—Wallace Pencil Co. vs. C. of Ga. Ry. et al. 
26164—Illinois Powder Mfg. Co, vs. A. & E. R. R. et al. 

December 11—New York, N. Y.—Examiner Sree: 
Finance No. 10052—A pplication Long Island R. R. 

of public convenience and necessit 
1. between Port Jefferson and 


for a certificate 
permitting abantonment of 
ading River, Suffolk County, 


December 11—Jonesboro, Ark.—Arkansas Corporation Commission: 
Finance No. 10157—Application St. L.-S. F. Ry. and its trustees for 
permission to aban on the Bono Branch extending from Bono 
Branch Junction to Algoa, Ark. 
December 11—Oklahoma City, Okla.—Examiner Cassidy: 
17000, Part 3—Rate Structure Investigation—Cotton. 
December 11—New York, N. Y.—Examiner Johnston: 
_26159—Bakelite Corp. vs. A. T. & S. F. Ry. et al. 
December en ee on, D. C.—Examiner 2°e 
Fourth Section — cation 15058, filed by J. 
hampers from Va. and Car. pts. 
December 12—Washington, D. C.—Examiner Taylor: 
26143—Nicholson Universal S. S. Co. et al. vs. Pa. R. R. et al. 
December 12—New York, N. Y.—Examiner Wilbur: 
1. & S. 3923—Benzol between Michigan and Ohio. 
22476—H. B. Smith Co. vs. N. Y. N. H. & H. R. R. et al. 
a 12—Washington, D. C.—Examiner Williams: 
& S. 3919—Alcoholic liquors westbound to Pacific coast. 
decane 13—Oklahoma City, Oklahoma—Examiner Mattingly: 
26070—Quanah, Acme & Pacific Ry. vs. A. T. & S. F. Ry. et al. 
December 13—Washington, D. C.—Examiner Shinn: 
Fourth Section Application No. 15172—Filed by F. A. Leland, agent— 
Asphalt from points in Ark. 
December 13—Argument at Washington, D. C.: 
25113—Northeastern New York Traffic Assn. et al. vs. D. & H. R. 


oT iiford—Baskets and 


al. 
. 1—Wilmington Chamber of Commerce, Del., 
aut = Meena Coal Merchants Bureau et al. vs. B 
. et al. 

December 13—Kansas City, Mo.—Examiner ptgere: 
26239—Bowersock Mills & Power Co. vs. A. & S. F. Ry. et al. 
26223—Drayage and unloading at Jefferson oiey, Mo. 

December 13—Washington, D, C.—Examiner McGrath: 
15007—and Sub 1—Pittsburgh Coal Producers’ Assn. et al. vs. A. C. 

& I. Ry. et al. (Lake Cargo Coal Rates, 1925). 

December 14—Washington, D. C.—Examiner Lawton 
Fourth Section Appl cation No. 15295—Filed by r- A Leland, agent. 

December 14—Argument at Washington, D. C.: 
25695—Carolina Shippers’ Assn., Inc., et al. vs. A. C. L. R. R. et al. 

December 14—New York, N. Y.—Examiner Wilbur: 

26136—J. C. Penny Co., Inc., vs. A. G. S. R. R. et al 

December 14—New York, N. Y.—Examiner Sullivan: 

* Finance No. 10137—A pplication of L. N. E. R. R. for permission 

to abandon a portion of its line of railroad in Monroe county, Pa. 

December 15—Washington, D. C.—Examiner Boat: 

Fourth Section Application No. 15089—Filed by the B. & O. R. R.— 
Bitumirous coal from W. Va. 

December 15—Argument at Washington, D. C 
24782—Southern Kraft Corp. et al. vs. A. C. ‘& Y. Ry. et al. 

December 15—Washington, D. C.—Examiner Williams: 


* 25481—Olds and Whipple, Inc., vs. New York, New Haven and Hart- 
ford Railroad. 
December 16—Argument at Washington, C.: 
a a ee Motors Corp. (Buick an Chevrolet Divs.) vs. Pa. 
a 
December 18—Washington, D. C.—Examiner Fleming: 
25727—-Seatrain Lines, Inc., vs. A. C. & Y. Ry. et al. 


on be- 
oO. R. 
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December 18—Argument at Washington, D. C.: 
John Morrell & Co. vs. B. S. L. & W. Ry. et al. 
24685—Lincoln Chamber of Commerce et al. vs. A. & S. Ry. ¢& 
December 18—Philadelphia, Pa—Examiner Wilbur: 
26219—Philadelphia Quartz Co. vs. Alton R. R. et al. 
December 18—Lincoln, Neb.—Nebraska State Railway Commisg, 
Finance No. 10169—A pplication Cc. B. & Q. R. R. for permigg 
to abandon its line between Yutan and Allis, Neb. 
December 18—Portland, Me.—Examiner Sullivan: 
* Finance No. 10192—A pplication of Me. Cent. R. R. for authority; 
issue, sell, exchange, use, or dispose of certain securities . 
* Finance No. 10193—Application of Me. Cent. R. R. for authority, 
— control of the Portland & Rumford Falls R. R., Portia, 
& Rumford Falls Ry., and Rumford Falls & Rangeley Lakes R J 
by purchase of capital stock under section 5 (4) of the inte 
state commerce act. 
December 19—Argument at Washington, D. C.: 
—_—, “— _ a to 4, incl. )—Montana-Dakota Power Co. va, qj 


&N t al. 
25353 heat BY, "7 and 2)—Montana-Dakota Power Co. vs. G 
Ry. et al. 


December 19—Washington, D. C.—Examiner eg 
Fourth Section ra cation No. 15017, filed by W. Lastott, B.1 
Jones, G. alligan, Van Ummersen, J. 5 Tilford, W. 
Sedgman, w. iQ Meyers, J. A. Streyer and E. B. Boyd, agents, 


December 19—Philadelphia, Pa.—Examiner Wilbur: 
25778—Penn Anthracite Mining Co. vs. C. R. R. of N. J. et al, 


cae acta erica ee as eaaca ia aarti iac tae emia, 
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